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SHORTAGE IN MATERIAL 


The absence in this issue of the Traffic World of 
much of the matter that is usually found in its columns 
is due to the closing, on account of the death ofPresident 
Harding, of the public offices in Washington from Tues- 
day noon to Saturday morning, as told elsewhere. This 
applies especially, in our case, to the Interstate Com- 
merce Commission and the United States Shipping 
Board. The same shortage of material will be noticed 
also in The Traffic Bulletin, due to the fact that no 
tariffs were available to us for abstracting after Tuesday 
noon and that there was the same scarcity of other 
similar data emanating from the Commission. Of 
course, all this matter will be printed in next week’s 
publications, with the current information. 


NEW TRANSPORTATION POLICY 


What does the succession of Calvin Coolidge to the 
office of President of the United States, left vacant by the 
death of the beloved and respected Warren G. Harding, 
mean in transportation terms? It may mean much or it 
may mean little or nothing. The answer can be merely 
speculative at this time. 

Some of Mr. Harding’s transportation ideas were 
well known, as were some of the plans on foot to which he 
Was expected to lend assistance. Mr. Coolidge, on the con- 
trary, never loquacious, has made known in no way his 
transportation thoughts. It is not even known that he 
has any definite ideas on the subject. A search through 
a file of utterances of public men on the subject of trans- 
portation since the enactment of the present transporta- 
tion act, reveals nothing that he has said. The only 
utterance of his on which could be built any theory is 
what he said in his inaugural address as Governor of 
Massachusetts as to the danger of hasty legislation. This 
might, perhaps, be made to apply to the present trans- 
portation situation in which many are urging this, that, 
or the other change in the present law, while others are 
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urging that the law has not as yet had a fair chance and 
that it ought to be tried thoroughly before being changed. 
But what one says, speaking generally, often is not held 
to in specific cases, and it would be somewhat a stretch 
of the imagination to conclude that President Coolidge 
will stand for a policy of hands off the transportation 
act. 

Perhaps the most that can be said at this time is 
that there is a possibility or even a probability of a 
change in the position of the chief executive of the nation 
with respect to transportation questions. This is im- 
portant because, though the President does not officially 
initiate transportation laws, or even administer them, 
he has great influence with Congress, if he is disposed to 
exercise it, and what he thinks has great influence with 
the public, if for no.other reason than merely that he is 
the President. 

Mr. Harding was. bowseitie and strongly against gov- 
ernment ownership or operation of the railroads. We 
suppose there is little danger of President Coolidge dis- 
agreeing with him there. He was strongly in favor of 
general consolidation of the railroads as a means of their 
salvation, and even went so far as to say that, without 
general consolidation, we should be confronted by the 
danger of government ownership. He favored some 
means of “stimulating” general consolidation, supposedly 
Senator Cummin’s plan for making it compulsory. Here 
we may well look for some difference of opinion to de- 
velop as President Coolidge’s ideas become known, if 
only for the reason that it is quite likely that two men will 
disagree on questions of this sort. We hope the Presi- 
dent will inform himself on this matter from widely 
divergent and authoritative sources and not allow him- 
self to be influenced too much by what Senator Cum- 
mins may Say. 

President Harding was also supposed to look with 
favor on the car-pooling plan. Here, again, we may 
logically expect some difference to develop for, in this 
matter, if not in the matter of consolidation, we believe 
the weight of valuable opinion to be against the plan. 

President Harding favored retaining the United 
States Railroad Labor Board, with some increase (not 
definitely prescribed) in its powers. We do not know 
what President Coolidge will think about that, but his 
record offers assurance that he will be in favor of deal- 
ing firmly with labor. We do not believe, for instance, 
that, if he had been President at the time of the recent 
strike of shopmen, he would have proposed the com- 
promise that was proposed by President Harding and 
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SHIPPING | 
via G. M. & N. R. R. 


insures efficient handling by means of fast and regularly 
maintained schedules between Northern, Eastern, West- 
ern, Mississippi Valley, Southwestern and Pacific Coast 
Territories. 


Daily Thru Merchandise Car Service from Chicago, St. 
Louis and Memphis (with weekly Refrigerator Cars from 
Chicago) to Meridian, Laurel and Mobile, a for 
the quick handling and distribution of less carload freight. 


Import, Export and Intercoastal traffic via New Or- 
leans, Gulfport and Mobile given special attention, result- 
ing in uninterrupted movement to and through the ports. 


Information giving forwarding and delivery at junc- 
tions, arrival at destination and clearance from ports, 
promptly and cheerfully furnished upon request, 


TRAFFIC AGENCIES: 


Chicago, III. Kansas City, Mo. 

E. L. Mountfort, A. T. M. W. H. Askew, D. F. A. 
Detroit, Mich. Pittsburgh, Pa. 

A. J. Besaselo, D. F. A. W. K. Young, C. A. 
St. Louis, Mo. Memphis, Tenn. 


W. O. Lewis, D. F. A. M. Lamon, D. F. A. 

Los Angeles and San Francisco New Orleans, La. 

M. F. Smith, P. C. A. J. O. Gaither, D. F. A. 
Mobile, Ala.—W. R. Butler, D. F. A. 


J. A. JACKSON, Asst. Traffic Manager 
(In charge of Imports and Exports) 


“THE ROAD OF SERVICE 





A Progressive and Efficient Railroad 


Some of the reasons why the IIli- 
nois Traction System is known 
among shippers and travelers as 
“The Road of Good Service”’— 


Joint freight rates in all directions. 

Centrally located freight houses. 

Standard M. C. B. equipment. 

Switching arrangements to all industries in St. Louis, 
Mo., Peoria, Ill., and other points. 

Fast “highball” freight service. 

High speed limited passenger trains. 

Sleeping car service between Peoria, Springfield and 
St. Louis. 

Parlor car service between Peoria, Springfield and 
St. Louis. Meals served a la carte. 

Block signal protection. 


The Map Tells the Story 


Illinois Traction System 


Traffic Department W. H. Wylie 
Peoria, Illinois Traffic Manager 





QCAATHAGE 


FataviewO 
90 


Lewistowsn0 





Vol. XXXII, No. 5 


GULF, MOBILE & NORTHERN RAILROAD 


AND CONNECTIONS 
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agreed to by many railroads because the President pro- 
posed it. 

President Coolidge will have an appointment to 
make to the Interstate Commerce Commission the last 
of December. Indeed, he has another to make as soon 
as Congress convenes for its next session in December, 
for the appointment of Commissioner McManamy by 
President Harding was a recess appointment while the 
Senate was not in session and, to become permanent, 
must be sent to the Senate and confirmed by that body. 

In view of all the above we wish to point out to 
persons interested in seeing wise transportation policies 
prevail that they should seek proper means of letting the 
President know their views. The railroads, of course, 
always are asked for their position, if they do not volun- 
ter it. There are other individuals and associations 
that spare no effort to make their views and their wants 
known. Labor, for instance, never takes a back seat. 
But it is a strange fact that the shipper, as such, is ex- 
ceedingly backward. Now is the time for the organized 
shippers to get before the new President their views and 
the fact that their views ought to be considered. It is 
an opportunity for the Associated ‘Traffic Clubs, for in- 
stance, to act and to make the result of their action known 
with proper representations as to their right to speak 
and the importance of their action. That such organiza- 
tions have been backward in the past is illustrated by 
the fact, as we pointed out last week, that Senator Cum- 
mins, in analyzing the opposition to his plan for com- 
pulsory consolidation, took no note of them. It is a new 
deal with new possibilities. Doubtless the new Presi- 
dent will be glad to hear from everybody with something 
tosay. He is said to be a good listener and to be inclined 
to act according to his best judgment after he has 


listened. He ought to have every opportunity for en- 
lightenment. 


RAILROAD CONSOLIDATION 

We are printing elsewhere an interview with Sir 
Henry Thornton, president of the Canadian National 
Railways, in reply to the politicians who have been 
ttiticising his conduct of the government-owned rail- 
ways of Canada. Though we are opposed to govern- 
ment ownership and, therefore, naturally, can hardly 
be expected to wish the experiment in Canada to suc- 
teed, we do not, nevertheless, wish it to fail for lack of 
a fair trial and we sympathize heartily with Sir Henry 
in his troubles. He has enough of a task for any one 
man in the job that has been assigned to him without 
the hampering of politics and the carping of political 
ttitics, His reputation as a fighter is not lessened by 
the manly tone of the interview in question and we wish 
him every success to which the Canadian government 
policy of public ownership is entitled, on its merits. 

The significant thing in the interview, however, as 
far as present policies in the United States are con- 
terned, has to do with the difficulties of administering 
and amalgamating the government system, because of 
its size and the number of units. Those difficulties 
Would be found in this country as well if we tried, not 
sovernment ownership or operation, but general con- 


solidation, under the present law or under compulsory 
legislation, as proposed. Sir Henry points to the time 
necessary to align the several roads brought together 
in the national system and to establish an esprit de 
corps, or team work. He refers to the size of the sys- 
tem and the length of time it takes him to traverse it 
in order to keep in touch with things. Would not the 
same obstacles be encountered in this country if, whether 
under government ownership or mere private consoli- 
dation, we greatly enlarge our several transportation 
systems so that there shall be only a few groups, each 
under one management? 


Sir Henry takes the Canadian Pacific—the privately 
owned system in Canada—and several large systems in 
the United States comparable, to a certain extent, in size 
with the system under his administration, and points 
out that, though they are made up of combinations of 
smaller systems, they represent the result of natural 
evolution that has been going on for fifty years. That 
is the answer. There is no objection to mere consoli- 
dation. Indeed, consolidation, when brought about nat- 
urally, because of conditions that warrant it, and after 
scrutiny by proper representatives of the public—the 
Interstate Commerce Commission—is beneficent. But 
it must be brought about naturally and slowly and not 
in accordance with any set pattern contrived as an am- 
bitious scheme to cure with one dose the transportation 
situation. The need for any such remedy is not what 
its friends would have us believe, nor would the result 
of failure to try it be the threatened government own- 
ership which they hold over us. On the contrary, we 
believe that its faults would far outweigh its benefits. 


After all, the real purpose of transportation is to 
furnish service to shippers. The carriers are entitled to 
fair compensation for performing that service, but a 
pretty plan, scientifically conceived and constructed, 
should not be adopted merely because it looks good on 
paper. It would not give the shippers the service they 
want and to which they are entitled. Hence, their op- 
position to it. Practically all the benefits that are 
claimed for it could be and have been claimed for gov- 
ernment ownership or operation. A few of them are, 
doubtless, real, but most of them are either fanciful or 
comparatively unimportant. About the only objection 
that applies to government operation and not to general 
consolidation is political control. But under general 
consolidation, not. the result of natural and commercially 
necessary development, we should have the same lack 
of efficient administration (because of the size of the 
systems), the same lack of touch with the shipping pub- 
lic, and the same shortage of service to shippers that 
would be found, even under a government administra- 
tion of railroads that was free from politics, where the 
primary desire was efficiency of operation rather than 
satisfactory service. It may be said that the two go 
hand in hand, but they do not, necessarily. Ask any 
shipper how he would like to have his service regulated 
by railroad operating men who have efficient operation 
solely in view, rather than by railroad traffic men, who 
have some idea of the necessity and wisdom of giving 
service to shippers, and you will get the answer. 









































































General consolidation, through a set plan, fashioned 
in advance, means, at best, more efficient operation at 
a somewhat smaller expense. But we do not believe 
the operation would be as much more efficient as the 
supporters of this plan think, nor that the saving in ex- 
pense would be material. It is also offered as a means 
of settling the problem of the “weak and the strong” 
roads—a plan by which revenue would be equalized. It 
might or it might not do that, but, even on the theory 
that it would do it, we believe the objections to it are 
too weighty and the necessity for it too little at this 
time to justify the experiment. The railroads, as a 
whole, are doing reasonably well. The shippers, as a 
whole, are reasonably satisfied with their service. Let 
us not discharge the physician under whom we are 
making satisfactory progress to try the pills of another 
who wishes to experiment on us. 


ASK FOR ORE REFUNDS 


The Trafic World Washington Bureau 


The complainants in No. 12071, Adriatic Mining Co. et al. vs. 
Chicago & North Western et al., have asked the Commission 
for further argument in that case on the question of a refund 
of charges collected on iron ore under rates that were advances 
while the formal complaint was pending. The defendants, in 
February, 1921, made a fifteen-cent increase from points on the 
Gogebic range to Ashland; from points on the Menominee and 
Marquette ranges to Escanaba, and from points on the Marquette 
range to Marquette. The increases were protested, but the 
Commission said it felt it should not suspend the increases, but 
that such failure to suspend was not an approval of the schedules 
against which protests were made, 

After the increases had taken effect, the application for fur- 
ther argument said, the petitioners herein, complainants in the 
formal case, filed a supplemental complaint against the increased 
rates, as did also the interveners in the formal case. The ap- 
plicants seeking further argument pointed out that paragraph 7 
of section 15 authorized the Commission, in such a state of affairs, 
by order, to require the carriers to keep a record of payments 
made under the increased rates and authorized it by further 
order to refund, with interest, amount paid on account of such 
increased rates or charges. The applicants pointed out that in 
their supplemental complaint they asked for the keeping of such 
an account and an order requiring refund. They also said that 
at the hearing at Chicago, July 27, 1921, they formally moved for 
an order in the matter, but that after discussion with counsel for 
the defendants as to the necessity, from an accounting point of 
view of keeping such an account, and upon assurance from the 
“defendants that the same was unnecessary, the motion was 
withdrawn.” 

In its decision on the formal case, 78 I. C. C., 611, the appli- 
cants said the Commission found the increases were not war- 
ranted for the future and made an order requiring the rates to 
be reduced, not later than June 11, and that the order was com- 
plied with May 15, 1923. 

“Although your petitioners specifically prayed for an order 
requiring a refund of such portions of the said increased rates,” 
said the complaining iron. ore mining companies in their applica- 
tion for further argument, “as were found not justified, and 
although the Commission, in its said report, found that certain 
portions of the said increased rates had not been justified and 
ordered the said rates to be reduced, all as hereinbefore alleged, 
the Commission made no finding or order with respect to the 
refund of the unjustified portions of said increased rates which 
had been collected by the defendants. This was error.” 

The complaining ore companies said the record and the 
Commission’s decision established conclusively that the parts 
of the increased rates which the Commission found not justified 
for the future were similarly without justification between the 
effective dates of the increases and the effective dates of the 
reductions made in compliance with the Commission’s order. 
In support of that proposition the ore companies said (1) that 
the increases were contrary to the decision in Increased Rates, 
1920, 58 I. C. C. 220; (2) that the Commission’s decision in 
this case established the impropriety of the increased rates as 
of July 1, 1922; (3) that the rates as increased represented a 
percentage of increase over 1917 grossly out of proportion to 
the increases on general traffic in western territory during 
the same period; (4) that the increases put the rates at Ashland 
and Escanaba on a parity with the rates from the new ranges 
to their respective ports for the first time in history; (5) that 
the Commission’s disapproval of the increases for the future 
was based upon the average tonnage of the four post-war 
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years, including in the years 1921 and 1922 when the increases 
were in effect, 

In support of the first proposition, that the increases were 
contrary to Increased Rates, 1920, they pointed out that the 
authority to make increases under that decision expired Jan- 
uary 1, 1921. Nevertheless the ore companies pointed out, 
within three weeks of the time of expiration of authority in 
that case, the tariffs proposing the increases were filed. 

“It is inconceivable that the transportation conditions per. 
taining to the movement of traffic could have altered to such 
an extent between January 1, 1921, and January 20, 1921, that 
increases forbidden by the Commission on the former date were 
justified on the latter.” 

In conclusion they respectfully insisted that it was against 
law and good conscience to permit the defendants to retain the 
portions of the 1921 increases which were disapproved by the 
Commission in the decision herein and that an order be made 
requiring the same to be refunded with interest to the per-. 
sons in whose behalf such amounts were paid in accordance 
with paragraph 7 of section 15. 

Attorneys for the railroads contended that the question 
presented by the petition had been fully presented by the 
complainants and interveners not only in their original brief 
and in the brief on the exceptions to the examiner’s tentative 
report, but also on oral argument before the Commission upon 
the final presentation of the case in December, 1922. There 
was nothing in the record in the original proceeding, they said, 
to show that the petitioners paid and bore the transportation 
charges which they were asking the Commission in this pro- 
ceeding to refund. 

“While it may not be a matter of record,” said counsel for 
the carriers, “it will not be contradicted that the complainants 
and interveners in the original proceeding who are seeking 
reparation in this instance have always sold their ore with 
transportation charges added.” 


D. & R. G. W. REORGANIZATION 


The Denver & Rio Grande Western Railroad Company has 
made application to the Commission for authority to issue 
$29,808,000 of general mortgage 5 per cent bonds and $16,445,600 
of 6 per cent preferred stock and to assume various bond issues 
and obligations of property acquired or to be acquired by the 
applicant. The application was filed under subdivision 2 of sec- 
tion 20a or of subdivision 2 of section 5 and other applicable 
sections of the interstate commerce act. The applicant said the 
authority asked was necessary in carrying out the reorganization 
of the company, 

The company asked authority to assume the following bonds 
and obligations, constituting liens on the property of, or to be 
acquired by the applicant: $34,125,000 of Denver & Rio Grande 
first consolidated mortgage 4 per cent gold bonds, maturing Janu- 
ary 1, 1936; $6,382,000 of Denver & Rio Grande first consolidated 
mortgage 4% per cent gold bonds, maturing January 1, 1936; 
$8,335,000 of Denver & Rio Grande improvement mortgage 5 per 
cent gold bonds, maturing June 1, 1928; $15,190,000 of Rio 
Grande Western first trust mortgage 4 per cent 50-year gold 
bonds, maturing July 1, 1939; $15,080,000 of Rio Grande Western 
first consolidated mortgage 4 per cent 50-year gold bonds, matur- 
ing April. 1, 1949; $2,000,000 of Rio Grande Junction first mort- 
gage 5 per cent 50-year gold bonds, maturing December 1, 1939; 
the obligations of the receiver of the Denver & Rio Grande West- 
ern under his guarantee as such receiver of the $4,500,000 prin- 
cipal amount of the Denver & Rio Grande Western railroad 
equipment trust certificates. 

The company further asked authority to acquire the stock 
of the companies named in the amounts set forth: Rio Grande 
Junction, 19,583 shares out of total outstanding shares of 20,000; 
Rio Grande Southwestern, 1,492 shares: out of a total of 1,500 
shares outstanding. 

The applicant said the carrying out of the reorganizaton 
plan and the issue of securities in compliance with the provi- 
sions thereof would terminate the receivership of the properties 
of the applicant and free such properties from the control and 
operation of the court. It said part of the funded debt resting 
upon the properties of the applicant would be converted into 
preferred stock and that the fixed charges of the applicant would 
thereby be considerably reduced. 

The reorganization plan, the applicant said, provides for the 
creation of an issue of refunding and improvement bonds to be 
secured by mortgage prior in lien to all other securities to be 
issued under the plan. It said these bonds were not to be 
issued at the present time, but were to be reserved for the pul- 
pose of refunding underlying bonds, making betterments, im- 
provements and extensions and/or acquiring new properties and 
equipment. 

The applicant explained that, in July, 1921, it acquired the 
railway and other properties subject to the liens of the first and 
refunding mortgage and adjustment mortgage of the Denver & 
Rio Grande, and certain other assets of said comany, from the 
purchasers at a receiver’s sale. In exchange for such property 
the applicant issued 300,000 shares of its common stock without 
par value under authorization of the Commission, but has not 
issued any other stock or securities, the applicant said. 
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Current Topics » 
in Washington 


Calvin Coolidge’s Chances.—As the bulk of that intangible 
political thing known as Washington seems to view the mat- 
ter, Calvin Coolidge has come into the presidency with almost 
as much good will as had the man whose body was laid in the 
grave yesterday, but with perhaps more chance of another term 
in office than Warren G. Harding had when he started on the 
trip that was too much for his strength. More than half of 
Washington believed, when Harding was stricken, that the 
probabilities of another term for him were against him, not 
because he had not been as successful as most presidents, but 
simply because the elements in his own party that were beaten 
into silence in 1920 by the profound weariness of the people at 
the way things had been going, had found voice again and 
rehabilitated much of the dissatisfaction of which Harding 
had been the beneficiary. The western farmers, judging from 
the returns in 1920, were profoundly dissatisfied with what had 
come of their votes in 1916. Now they again seem dissatisfied 
with what came of their votes in 1920. According to the view 
of the average Washingtonian of the purely political part, 
they promised to go back in 1924 to the party they tried in 
1916. None of the leaders of the disaffected, especially La 
Follette, has promised a third party. Hence, the pendulum was 
expected to swing to the point it was in 1915. Now, however, 
the thought is that Coolidge, if he lives up to his reputation as 
a firm man, will not exactly re-unite his party, but perhaps be 
able to overwhelm the professionally dissatisfied leaders and 
compel them to give at least lip acquiesence to a united party 
back of the President. The point made in behalf of the new 
President is that he was the untrammeled choice of the dele- 
gates in the last national convention of his party, as Theodore 
Roosevelt was of his party in 1900. What Roosevelt did in 1904 
stood as a record until Harding ran in 1920. However, it is not 
wise to undertake to draw a paralel any closer than that. 
Roosevelt, in 1898, had been elected governor of New York 
by a narrow margin, while Coolidge, in 1919, was elected gov- 
ernor of Massachusetts by the largest majority ever given a 
candidate for that office, almost wholly on his record in the 
handling of the Boston police strike. The inclination is to 
credit him with an unusually large amount of the granite of 
Vermont, the state in which he was born, in his inner composi- 
tion. That, with his emulation of the wise old owl who sat in 
an oak, and the more he heard, the less he spoke, is supposed 
to give the country the kind of a president it desires, notwith- 
standing the supposition that it is pining for a “progressive.” 
Harding was not counted a “progressive.” That handling of 
the police strike. is taken as evidence of granite in his com- 
position. That, however, is.not deemed to be so illuminating as 
to his inner composition, as his first inaugural speech, in which 
he said: “Expect to be called a stand-patter, but don’t be a 
stand-patter. Expect to be called a demagogue, but don’t be a 
demagogue. Don’t hesitate to be as revolutionary as science. 
Don’t hesitate to be as reactionary as the multiplication table: 
Don’t expect to help the weak by pulling down the strong. 
Don’t hurry to legislate. Give administration a chance to 
catch up with legislation.” A search made this week of public 
utterances of the new president did not reveal one word with 
reference to the “railroad problem” as it has been before the 
country since the enactment of the transportation act. The 
chances, however, are that his advice to the legislature of 
Massachusetts, “don’t hurry to legislate,” will be found to be 
the most satisfactory thing he could have said about railroads 
and their problems. Everything he has ever said, it is believed, 
indicates that he believes the rule of law that the burden of 
proof rests on the man who proposes something, is the best 
thing ever formulated by man. It is taken to mean that the 
man who asks for legislation recommendation at the hand of 
Coolidge will be told, calmly, if not coldly, to show why there 
should be legislation and what evil would be cured that could 
not be reached by the statutes as they now stand. Adherence to 
the idea that things as they are, are not so bad that there 
is Call. for instant legislation, it has been suggested by those 
who are interested primarily in railroad legislation, will give 
the present statute a chance to work, if it will work, or clearly 
show that it cannot work, which few believe. The Coolidge mind 
has also shown itself to be strong for the rule about the burden 
of proof by his observation to a newspaper man who urged him 
to dilate on or construe some language he had used. Coolidge 
dryly remarked that he never interpreted his own language. 
That is the attitude of the Supreme Court of the United States 
and, incidentally, of men who do not speak until they have 
thought out what they want to say before they have spoken. 
Coolidge, undoubtedly, has read many court opinions 
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closing the public offices in Washington some one raises the 
question as to whether the President, by order, can require 
the Commission to close its offices. President Coolidge ordered 
the “executive departments” to close. The day that order came 
out word was circulated throughout the Commission, from the 
offices of commissioners, that the Commission would be closed 
from Tuesday afternoon at 1 o’clock until Saturday Morning. 
Later inquiry developed the fact that the commissioners in the 
city were in conference on the subject. A few hours later it was 
announced that the State Department, which is the President’s 
mouthpiece in such matters, had amended the order so as to 
include “executive establishments.” Soon thereafter, Chairman 
Meyer announced that there would be nothing given out to the 
press from Tuesday afternoon until Saturday morning. The 
two facts—the State Department’s amendment and the chair- 
man’s announcement—on account of the discussion among Com- 
mission employes, was taken to mean that the amendment was 
made so as to enable the Commission, the Shipping Board, the 
Federal Trade Commission, and other independent bodies to 
close their offices. President Harding regarded the Commis- 
sion as a branch of Congress with which he could advise, but 
not direct. Rulings by accounting officers and government 
lawyers, however, leave the question as to whether the Com- 
mission is an executive or legislative organization uncertain, 
with the preponderance in favor of the President having control 
over the question of pay for the Commission’s force. The dis- 
cussion, however, serves to remind one of the late W. A. Percy’s 
characterization of the Commission as an amphibian, endowed 
with powers of aviation. He had just lost a case before it 
and was not feeling so good that he wanted to praise it. 





Uncertain Terminology.—The decisions of the Commission, 
it has been noticed by those who have an idea that language 
should be made precise and incisive, instead of tending to a 
standardization of terms, tend in the other direction. In the 
decision on grain and grain products from South Dakota to 
Cairo, Memphis, New Orleans, and points taking New Orleans 
rates, reported elsewhere in this issue, the Commission, in 
many places, speaks of the “through” rates and the combina- 
tions on various points, as if a combination were not a through 
rate. The idea, of course, was to distinguish between joint rates, 
through from origin to destination, and through rates made by 
combination. In other days the tendency was to use “joint 
rates” when joint rates were meant. The word “differential,” 
it is also noted, has come to mean a difference, a differential, 
or an arbitrary, instead of merely a rate, a certain number of 
cents under a base rate, as, for instance, that Baltimore takes 
a three cents differential under New York. Until comparatively 
recent years, points in New Jersey took arbitraries over Phil- 
adelphia. Now, however, it is not uncommon to use “differ- 
ential” to designate a rate that is something more or less than 
the rate to a base point, The Commission has a set form for 
saying that rates are stated in cents per 100 pounds or per ton, 
as the unit of measurement may be. It also follows a general 
style in making up its reports, but the style in the use, of 
technical terms is not so rigid. The matter, it is suggested, 
is not important, but it would be comforting to know that if a 
joint rate were meant, the words “joint rate” would appear in 
the report, and not merely “through rate” which might be either 
joint, or a combination of locals, or a combination of pro- 
portionals. 





Over-Development of Sugar Refineries.—In the Commission’s 
report on the sugar cases of 1922, the statement is credited to 
the eastern refiners that the capacity’of their refineries is great 
enough to supply the whole country. If accurate, the declara- 
tion means that the refineries in Louisiana and Texas, the re- 
fineries on the Pacific Coast, and all the beet sugar factories 
in the land are unnecessary. All make demands on the equip- 
ment and motive power of the railroads, even as the coal mines 
in excess of the number the Commission thinks would be 
needed to supply the country with coal. The records of the 
Federal Trade Commission have volumes about the over produc- 
tion of lumber and it is also a-matter of record that the oil 
refineries of the country have a capacity to refine over 600,000 
barrels of crude oil a day more than was produced when the 
country was dependent on Mexico for a part of its supply of 
crude. The wonder, therefore, is whether, if and when the 
decision in the Virginian’s application for permission to extend 
its line to a new coal area is reconsidered, the Commission’s 
declaration that the mining of coal is over-developed will be con- 
sidered of weight enough to control, even if it be admitted 
that the law gives it any duty in respect of the development of 
coal resources. Years ago officials of the Pennsylvania system 
were savagely criticised on the allegation that they had told a 
man at Uniontown, Pa., that they were opposed to his building 
a railroad from Uniontown to Wheeling because they were op- 
posed to the opening of the coal areas in the southwestern part 
of Pennsylvania, because enough mines had been opened. Now 
the Commission, for the reason that is alleged to have appealed 
to the officials of the Pennsylvania, has forbidden the opening 
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of coal land in West Virginia. The Commission has an addi- 
tional reason—namely, that the Virginian has been unable to 
supply cars to the mines already in existence on its rails. 





New Crop of First Times.—The accession of Calvin Coolidge 
to the presidency has served to produce a new catalogue of 
“first times.” For instance, it was the first time a president 
had taken the oath of office at the hand of his father, the elder 
Coolidge being a notary, and therefore empowered to administer 
the oath. It was the first time'there had been a President of 
the United States, since the coming of the automobile, that the 
new President had not been the owner of a vehicle of that kind, 
and the first time, since the advent of the teleplione, when the 
man who had come into the office had recently lived, for weeks 
at a time, in a house without a telephone. At his father’s house 
Coolidge was not able to learn what was going on in the country 
except by walking to the village store to use the telephone 
there. Many of the new crop of “firsts” tended to show that the 
new President is a man of extremely simple tastes and ways 
of living, as, for instance the breakfast he ordered the first morn- 
ing in Washington after he came into the high office. It con- 
sisted of two shredded wheat biscuits and milk and coffee— 
simple enough for an impecunious college student. Not exactly 
in the crop of “first times” was the recollection that the death 
of Harding made the fourth death of Ohio presidents in their 
terms of office—the elder Harrison, Garfield, McKinley, and 
Harding—two from work incident to their office, and two at the 
hands of assassins. Only two of the Ohio men elected to office 
from that state—Hayes and Taft—retired by reason of the ex- 
piration of their terms. The two other Ohio-born men—the 
younger Harrison and Grant— lived long after their terms of 
office. The elder Harrison, worn by a strenuous campaign that 
would have taxed the strength of a young man, lived only a 
few weeks, the strain of the officeseeking crowd, most historians 
believe, being too much for him. Garfield was in office from 
March to September, though he was shot July 2, 1881. A. BE. H. 


THORNTON WILL FIGHT 


The Trafic World Ottawa Bureau 

President Thornton, of the Canadian National Railways, 
returned to Montreal recently from an extensive tour of the 
western lines, and the first thing he did was to send for the 
newspaper men. While he was away, there was a good deal of 
hostile criticism and President Thornton met it. 

“If I thought it was a hopeless task,” he said, “I would not 
remain here, because I could find for myself more profitable oc- 
cupation; but I have faith, and I will remain as long as, not the 
politicians, but the people of Canada, say so. There are 
enemies; they may whisper vr squeal, but they are going to get a 
fight—a damn good fight.” 

He pointed out that the national system was made up of 
several lines, more or less in competition, which had been 
brought together. It takes times to align these roads, to ar- 
range the officials, to obtain esprit de corps, and establish team 
work, he pointed out. “Take the Canadian Pacific, the New 
York Central, the Pennsylvania, the Southern Pacific, or any one 
of a number of groups,” said he. “It must be remembered that 
they, in their present condition, represent an evolution, a pro- 
cess which has been going on for ten, twenty, indeed, as many 
as fifty years. Here we are being asked at the end of a few 
months to arrive at the same measure of success. 

“In the instances of the railways I have mentioned their 
amalgamations were at different times and there was oppor- 
tunity to make adjustments over some years; in fact, the boa 
constrictor had an opportunity to digest one meal before pro- 
ceeding to another. Then, take the differences in space and 
territory. You can tranverse the New York Central system in 
twenty-four hours, but it takes six days of hard traveling for 
me to cover the Canadian National system. Communication by 
letter is not rapid, and even by telegraph may sometimes be 
slow. 

“It is true, too, that we are overbuilt in Canada, as they 
had been overbuilt in some parts of the United States; but that 
is necessary in a country of the Immense size of Canada.” 

Turning to the financial aspect of the situation, he took the 
gross revenues since April, pointed out that these had grown, 
and showed that the Canadian National was obtaining a fair 
share of transportation. The net revenues were progressing at 
a satisfactory rate and in the ordinary course of events, they 
would improve, because the coming months were the most profit- 


able of the year in the railway business, owing to the crop 
movement. 


“At the present rate of increase,” he said, “and if business 
continues along lines of reasonable advance, with ordinary 
good luck and provided we have freedom from disaster or catas- 
trophe, I would think that the annual deficit would cease in, 
say, three years. That is as far as one is humanly able to 
venture an opinion. This year has been better than the previ- 
ous year, and we hope that the next year will fmprove in a like 
manner.” 


There were three solutions of the problem, he said. The 





THE TRAFFIC WORLD 


Vol. XXXII, No. 6 





first was a complete change of management, but that was not 
the way to obtain efficiency. The second was to lét the Canadian 
Pacific take whatever sections of the system it would. It 
would probably take the Grand Trunk and leave the rest in the 
hands of the government, and the deficits would continue. The 
third was to turn the whole system over to the C. P. R. “But 
I doubt if the people would agree to this, and I doubt if the 
Cc. P. R. would take it even if it were offered,” he said. He 
emphasized the necessity of co-operation and of banding the 
organization into an efficient system. 


SEES RAILROAD REVIVAL 


The Trafic World New York Bureay 


In a formal interview on the transportation situation, Julius 
Kruttschnit, chairman of the Southern Pacific Co., said that 
1923 would stand out in railroad history as the year that marked 
the revival of the pioneer spirit in railroading. One of the best 
evidences of the industrial prosperity of the country, he said, lay 
in the efforts made by the rail executives to bring roadways and 
equipment to the highest possible standards. 

Mr. Kruttschnit expressed the opinion that this spirit of 
hopefulness and greater activity is due to the tremendous and 
fast-growing favorable sentiment on the part of the public and 
the press. It was becoming apparent, he said, that the public was 
getting impatient with “the type of politician who gets audi- 
ences by criticizing the railroads.” 

“Co-operation of the carriers with the government during 
the period of Federal control and their attempts since that time 
to re-establish themselves, in spite of forced rate reductions 
coming at a time when wages were on the climb, materials were 
high and traffic was irregular, have gradually convinced the pub- 
lic and the press,’ Mr. Kruttschnit said, “that the chief end 
of the railroads, after all, is service. A part of the public, of 
course, remains to be convinced, but I believe the universal aitti- 
tude is the friendliest it has ever been. The strengih of the 
arguments against the railroads has been removed by their per- 
formance to date. They have handled an unheard of increase in 
traffic without a car shortage, and have even shown a surplus of 
cars, at the same time showing increases in net income despite 
reduced rates.” 

Mr. Kruttschnit expects no general reduction in rates at 
this time and none in wages. On the contrary, he fears that 
further advances in wages may be asked. Although the car- 
riers are earning the stipulated 5.75 per cent on their tentative 
valuation permitted under the transportation act, he pointed 
out that it would be unreasonable to cut rates on the assumption 
that these earnings were permanent. 


“There is little use expecting lower wages for railroad labor,” 
he continued. “The railroads must have the best class of men 
available, and such men cannot be attracted from other industries 
which pay higher wages. I do not think wages will ever return 
to what is considered in the minds of many today as normal— 
that is, pre-war rates.” 


He added that the present year promised to be the best 
in the history of the Southern Pacific Company. Net ton mile- 
age for the first half of this year was 28 per cent higher than 
for the same period last year. The June total of 1,302,000,000 
net ton miles was next to the highest in the company’s history, 
practically equalling the previous record made in October, 1922. 
For the six months the system handled 6,995,000,000 net ton 
miles, compared with 5,466,000,000 in 1922. Passenger traffic 
was seven per cent greater than for the first six months of 1922. 


REFRIGERATION SUSPENSION 


The Trafic World Washington Bureau 


In I. & S. No. 1878, the Commission has suspended from 
August 10 until December 8, schedules as published in supple 
ments Nos. 9 and 11 to Dearborn’s tariff I. C. C. No. 1. 

The suspended schedules propose to increase the stated 
refrigeration charges applicable on fruits and vegetables, from 
points in Florida and from points on the Hagerstown & Fred- 
erick and Western Maryland Railways to practicaly all points 
in the United States and certain portions of Canada. . 

Protests were made against the schedules involved in this 
proceeding by the Florida railroad commissioners, by the 
senators and representatives from that state and by shippers 
along the Western Maryland. The Florida people said the 
increase in rates would put a burden of $500,000 on the state 
and that it could not stand such an imposition. The carriers 
proposed the advances on the ground of increased costs of ice 
and service. 


PROPOSES NEW LINE 
The Laurel Fork & Mendota Railroad has applied to the Com: 
mission for authority to construct a line from North Holston, Va. 
to Kingsport, Tenn. The line will connect with the Carolina, 
Clinchfield & Ohio at Kingsport; the Southern at Mendota, and 
the Norfolk & Western at Saltville. The road will serve a region 
in which there is timber, mineral] resources and agriculture. 
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REPARATION ON PEANUTS 


In a report on No. 13484, Fletcher & Wilson Coffee Company 
vs. Director General, Opinion No. 8660, 81 I. C. C., 348-50, the 
Commission found unreasonable a rate of 51.5 cents charged on 
20 carloads of peanuts, shipped in October and November, 1919, 
and January, 1920, from Troy, Ala., to Nashville, Tenn., to the 
extent it exceeded a rate of 44 cents, and awarded reparation 
to that basis. The complainant alleged the higher rate was un- 
reasonable to the extent it exceeded 44 cents and that it also 
was in violation of the long-and-short haul provision of the 
fourth section because of a joint rate of 44 cents applied from 
points in south Georgia, more distant from the destination than 
Troy, through Troy to Nashville. 

Under Rule 77 the 44-cent rate, the carriers said, would be 
published from intermediate points on one day’s notice No 
application for the publication of the lower rate, the Commis- 
sion said, was made. The publication of the 44-cent rate sub- 
ject to Rule 77, the Commission said, was tantamount to an ad- 
mission by the Director General that the higher rate from Troy 
was unreasonable. The Director-General, however, defended the 
higher rate by rate comparisons and contended the rate was 
not excessive as measured by the car-mile earnings, compared 
with earnings on other low-grade commodities. 


ONLY REFUNDS DIRECTED 


The Commission has dismissed No. 13944, Hercules Powder 
Company vs. Atchison, Topeka & Santa Fe et al., Opinion No. 
8680, 81 I. C. C., 431-2, on a finding that the applicable fifth-class 
rate on four carloads of crude salts from Potash, Calif., to Lake 
Junction, N. J., on shipments that moved in September and 
October, 1917, was not unreasonable The complainant sought 
reparation to a subsequently established rate of 65 cents, on 
which the Commission said no shipments had been made. The 
Commission found that rates of $1.90, $1.92 and $1.94 were col- 
lected. It said the applicable rate was $1.90 and that refunds 
on the overcharged shipments should be made promptly. 

The crude salts of sodium and potash were sent east from 
Potash to Lake Junction for experimental purposes in an en- 
deavor to make nitrate of potash for use as a fertilizer. The 
experiment, the Commission said, was abandoned, the costs be- 
ing so high that complainant was unable to enter competing 
markets. The complainant, prior to the shipments, asked for a 
rate of 65 cents applicable from Searles, Calif., a point inland 
from Los Angeles, about 151 miles, the Commission said the 
complainant said. It said the complainant had offered no com- 
parisons to show that the rates charged were unreasonable 
other than the applicable raté from Searles. It applied the rule 
that the existence of a lower rate to nearby points and the 
establishment of that lower rate to the point under considera- 
tion did not warrant condemnation of the rate charged. 


ADDED REPARATION PARTY 


The Commission, in a supplemental report, written by Com- 
missioner McManamy, on No. 12490, National Petroleum Associa- 
tion et al. vs. Director-General, Pennsylvania, et al., opinion No. 
8686, 81 I. C. C., 487-8, found the rates on petroleum and its prod- 
ucts, in tank-car loads, from Rouseville and McClintock, Pa., 
to Reno, Pa., between June 25, 1918, to February 28, 1920, unrea- 
sonable to the same extent that they exceeded the rates on like 
traffic between other points in the Oil City district. The report 
also covers No, 12552, Same vs. Same. The original report was 
made in 78 I. C. C., 711. 

Upon further review of the record, the Commission said it 
was observed that certain shipments were made by the Empire 
Oil Works from Rouseville and McClintock, Pa., to Reno, Pa., 
between July 1, 1918, to January 16, 1920, which movements were 
Within the Oil City district. The Empire Oil Works was not a 
party complainant and the claim of the Empire Oil & Grease 
Company, intervener, could not be considered because it was not 
filed with the statutory period. A. L. Confer, the report said, 
Was shown in the complaint as one of the complainants, and the 
Tecord ‘was sufficiently clear to establish that he was the sole 
proprietor of the Empire Oil Works at Reno, although he also 
testified regarding the Empire Oil & Grease Company shipments. 
At the hearing, the report said, it was impossible to determine 
the number of shipments made by the Empire Oil Works and the 
complainants agreed to prepare and file a statement within ten 
days thereafter, 

Independent of the inconsistencies, the report said, the 
record was sufficient to establish that the shipments were made 
by the Empire Oil Works during the period, at rates ranging 
from 7 to 17 cents. In the original report the rates were held 
unreasonable to the extent they exceeded 6 cents, In this sup- 
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plemental report the Commission reiterated its finding and 
awarded reparation to A. L. Confer, trading under the name of 
Empire Oil Works. 


ARMY WAGON RATES 


The Commission has dismissed No. 13998, State Highway 
Department of Texas vs. Chicago, Burlington & Quincy et al., 
opinion No. 8681, 81 I. C. 433-4, holding that a class A rate 
$2.28, minimum 20,000 pounds, was applicable to a less-than-car- 
load shipment of army escort wagons, from Fort Stevens, Ore., 
to Austin, Texas, and not unreasonable. The shipment was made 
in July, 1920. A rate of $2.265 was imposed. In addition $2.93 
was collected for loading and unloading the three wagons con- 
stituting the shipment. 

The bill of lading, the Commission said, indicated that the 
wagons were knocked down. The complainant contended that 
the first class rate of $4.375, based on actual weight, that applied 
on “freight wagon bodies, k. d. or flat, or without bodies, gears, 
k. d., loose, 1. c. 1.” was applicable. In support of that con- 
tention it was urged that rule 19 of the western classification 
defining “knocked down” did not specify in detail the extent 
to which an article must be taken apart in order to come 
within that term. The Commission said the rate claimed ap- 
plied only to wagons when the bodies were knocked down and 
the gears were knocked down. The wagons in question, it said, 
were intact and attached to the gears, which had only the poles 
and wheels taken off, and that they were not within the mean- 
ing of the rule It said the applicable rate was $2.28, minimum 
20,000 pounds, and that therefore the shipment was under- 
charged $3. 

Another contention made by the Texas complainant was 
that as section 22 of the interstate commerce act did not pro- 
hibit the movement of property gratis or at reduced rates for 
the United States government or state or municipal govern- 
ments, and that, as the agent of the originating line issued the 
bill of lading with notation that the wagons were knocked down, 
the rate on knocked down wagons should be protected, notwith- 
standing that it was less than the applicable rate. As to that, 
the commission said: 


Whether the agent of the originating line had authority to enter 
into an agreement to transport the wagons at less than the published 
rate, and whether the originating and connecting carriers are estopped 
to deny such authority in the agent, need not be determined, as the 
noncompliance by the carriers with such an agreement, if made, are 
questions over which we have no jurisdiction. 


The Commission said the complainant’s evidence in support 
of the allegation of unreasonableness consisted of a reference 
to a rate of $3.815, minimum 10,000, applicable from and to the 
points involved, but without any showing of the similarity of 
the transportation conditions in connection therewith. There- 
fore it held that the rate applicable to the shipment was the 
class A rate of $2.28, minimum 20,000, and that it was not unrea- 
sonable or unlawful. 


GRAIN ADVANCES ALLOWED 


Advances in rates on grain and grain products have been 
found justified in a report on I. and S. No. 1792, opinion No. 
8683, 81 I. C. C. 440-7, from points in South Dakota, North 
Dakota, Minnesota and Iowa to Cairo, Memphis, New Orleans 
and points taking New Orleans rates. They were allowed so 
as to enable the railroads to make through rates from the points 
of origin mentioned to the destination indicated that will be equal 
to the combinations created by the increases in rates permitted 
in the Mississippi Valley Case, 64 I. C. C. 306, south of the Ohio 
river. At the time the advances were proposed, through rates, 
the Commission said, were so much lower than the combinations 
that Sioux City could market in New Orleans, by means of 
transit on a through rate of 50 cents, while dealers at St. 
Louis and Omaha, if they had undertaken to sell in New Orleans, 
would have been at a disadvantage of nine cents, the combina- 
tion on those markets being 59 cents. However, on May 14, 
1923, it said, the Illinois Central established the transit privi- 
lege at St. Louis in connection with the through rate. 

The rates proposed by the Milwaukee, one of the moving 
lines, will result in increases to Cairo from 32 out of 239 sta- 
tions; to Memphis from 222 out of 239 stations, and to New Or- 
leans from all but four of the stations on that road. The aver- 
age increase, the Commission said, would be to Cairo, 7.3 cents, 
the increases ranging from 1.5 to 7.5 cents; to Memphis, 3.5 
cents, and to New Orleans, 9 cents, the increases to that point 
ranging from 4.5 to 13 cents. 

A witness for the Milwaukee and the North Western, the 
last mentioned being the other of the two roads that took the 
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initiative, the report said, said the rates proposed were built 
to reflect the increases south of St. Louis authorized in the 
Mississippi Valley case, and which would have been made 
from South Dakota, except for complications caused by the 
Commission’s decision in Grain, Grain Products and Hay, 64 
I. C. C. 85. That case, the report said, disrupted the basis of 
rates that had prevailed for many years, from the points of 
origin to the points of destination via Sioux City, namely, 
through rates with transit, equal to the combinations, which, 
generally, were made in relation to the St. Louis combination. 

Increases authorized in the Mississippi Valley case, the car- 
riers said, were not reflected in the joint through rates from 
South Dakota to Memphis and New Orleans. The carriers asked 
and obtained a modification of the order so as to permit revision 
north of St. Louis, The permission, however, permitted revision 
only east of the Missouri River. Accordingly the carriers revised 
their rates, by increasing them from Sioux City and other Mis- 
souri River markets, but the revision did not extend to the 
through rates because the carriers did not believe they had 
authority to increase rates from South Dakota. The only revi- 
sion from South Dakota was to increase the rates from country 
points beyond the Missouri River markets sufficiently to avoid 
fourth section departures, observing the new Missouri River 
rates as minima from points beyond. That revision resulted in 
extensive blanketing of rates, a rate of 50 cents applying from 
Milwaukee stations for a maximum distance of 190 miles, from 
Sioux City, on coarse grain, to New Orleans. A rate of 53 cents 
applied as a blanket, on the North Western, for 200 miles beyond 
Sioux City, also to New Orleans. The rates to Memphis, the 
Commission said, were not blanketed. 

The revision, while in name applying to all grain and grain 
products, the Commission said, would apply almost exclusively 
to coarse grains from South Dakota points to the three points 
of destination involved. The rates mentioned in the report re- 
ferred only to coarse grains. 


Suspension of the schedules was ordered on the protests of 
the Sioux City grain interests, the South Dakota railroad com- 
missioners and the New Orleans Mixed Feed Manufacturers’ 
Association. 


Testimony in behalf of the suspended schedules, the Com- 
mission said, was given by the Chicago and Cairo boards of trade, 
Merchants’ Exchange of St. Louis, Omaha Grain Exchange and 
the Milwaukee Chamber of Commerce. They submitted exhibits 
tending to show the disadvantages caused to their markets by 
reason of the present joint rates from South Dakota to Mem- 
phis and New Orleans. They testified, the report said, they 
could not compete, under the existing rates, with Sioux City, 
either in the buying of grain in South Dakota or in its sale in 
the Mississippi valley. 


A witness for the Sioux City Grain Exchange, the report 
said, compared the present and proposed rates with what the 
rates to New Orleans, from the South Dakota points, would be 
if constructed on the basis of the rates found reasonable by the 
Commission in South Dakota Railroad Commissioners vs. Di- 
rector-General, 73 I. C. C., 347. The comparison, the Commis- 
sion said, showed that the rates so made would be lower than 
either the present or the proposed rates. The protesting grain 
exchange, the Commission said, also called attention to the fact 
that the Burlington made through rates on grain from stations 
in Nebraska to Memphis and New Orleans lower than the com- 
binations on Omaha and urged that so long as that was the fact 
the same situation should apply from South Dakota points. 

The rates referred to by the Sioux City protestant, the 
Commission said, were under consideration in the Western Grain 
Case, 78 I. C. C., 209, in which case proposals of the carriers to 
increase the through rates to equal the combinations upon the 
Missouri River gateways were found not justified. To a con- 
siderable extent, the Commission said, the issues in the two cases 
were similar, but that in this case substantial proof of the rea- 
sonableness of the proposed rates was presented. It appeared, 
the report said, that the rates from South Dakota to the lower 
Mississippi valley points were relatively lower than the rates 
which were considered in the Western Grain Case. In disposing 
of the case, the Commission said: 


The objections of the Sioux City interests to the proposed rates 
may be summarized as follows: First, they approve the general 
proposition that grain rates should break on the markets, but they 
object to that basis at Sioux City as long as through rates lower than 
the combinations are published from Nebraska points to the Missis- 
sippi Valley; secondly. they urge that the local rates from South 
Dakota points to Sioux City, which constitute one of the factors 
of the proposed through rates, are too high, and assert that until 
they are reduced the proposed rates will be unreasonable. In No. 
13000, South Dakota Railroad Commissioners vs. C. & N. W. Ry. Co., 
now pending, the level of the rates from South Dakota points to 
Sioux City and other markets is attacked. In that case the Sioux 
City representatives urge that rates from certain Chicago & North 
Wesern points to Chicago, St. Louis, the Mississippi Valley, and 
other territories should be placed on the Sioux City combination. 
This protestant does not contend that the present through rates to 
New Orleans territory are in all cases the maximum reasonable 
rates, but concedes that some increases might reasonably be made, 
articularly for the longer hauls. But it does not admit that any 
ncreases should be made in the rates to Memphis; it urges that the 
rates from the territory here considered to all other territories are 
not as high as the combination on Sioux City, instancing particu- 
larly Texas destinations, and Chicago and Milwaukee territories; and 
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it states that the increases proposed are greater than are requireg 
to remove fourth-section violations. 

The Board of Railroad Commissioners of the State of South 
Dakota was represented as a protestant, and offered an exhibit show. 
ing the history of the grain rates from South Dakota stations to 
southeastern points, and the earnings under the present rates ag 
compared with those under rates from Montana, Kansas, Nebraska 
and North Dakota points for equal distances. It was stated that 
South Dakota farmers receive the benefit of higher prices for their 
grain by reason of the present rate adjustment to the Mississippi 
Valley, and that to take away such advantage would result in hard. 


ship to those farmers whose burden i id t 
can bear. ” s said to be as great as they 


_The proposed rates will not only restore the market equaliz 
which existed prior to January 1, 1922, but when caunpuned oie 
the rates to the East and with rates to other territories appear to 
be reasonable per se. They will be permitted to become effective 
with the understanding that if the proceeding in No. 13000 results jn 
changes in the rates from the origin territory here considered to 
Sioux City, the proposed through rates will be changed accordingly 

We find that the proposed schedules have been justified. An 
order vacating the suspension will be entered. 


SULPHUR GROUP UNCHANGED 


The Commission has dismissed No. 12773, Union Sulphur 
Company vs. Ahnapee & Western et al., opinion No. 8671, 81 
I. C. C. 382-91, on a finding that the all-rail rates on crude 
sulphur, in carloads, from Sulphur Mines, La., to all interstate 
destinations on and east of the Mississippi River are not unrea- 
sonable or unduly prejudicial. In so doing the Commission 
refused to disturb the one group in which the sulphur produc. 
ing points in Louisiana and Texas now lie, for rate making 
purposes, 

In a report written by Commissioner Hall, the Commission 
said the decision in DuPont de Nemours & Co. vs. H. & B. V,, 
56 I. C. C. 334, was not controlling in this case. In that case 
the Commission found the maintenance of rates from the Texas 
field, of which Bryanmound is the center, for rate-making pur- 
poses, to Hopewell, Va., and other eastern points certain differ- 
entials over Sulphur Mines, not unduly prejudicial. The higher 
rates from the Texas field were prescribed by the railroads. 
Mr. Hall said it was well settled that carriers might do volun- 
tarily many things which the Commission could not require 
them to do. He pointed out that the defendants in this case did 
not serve the Louisiana mines. Conditions existing after the 
end of government control, he pointed out, prompted the de- 
fendants to establish the parity in rates against which the 
attack was leveled, to develop an industry on their lines with 
a view to stimulating the all-rail movement and increasing 
their revenues. 

The complainant, with mines at Sulphur Mines, La., alleged 
the all-rail rates on sulphur to all destinations on and east of 
the Mississippi were unreasonable, unduly prejudicial and unduly 
preferential to its competitors at Bryanmound and Gulf, Tex. 
The Commission was asked to prescribe reasonable and non- 
prejudicial rates. 

Interventions in favor of and in opposition to the com- 
plaint were filed. The Louisiana Public Service Commission 
intervened in behalf of the complainant. The Texas shippers 
alleged to be unduly preferred, the Texas Gulf Sulphur Company 
and the Freeport Sulphur Company, intervened in opposition to 
the complainant, as did also some consumers of sulphur, namely, 
the Grasselli Chemical Company, American Agricultural Chemi- 
cal Company, International Agricultural Corporation, Virginia- 
Carolina Chemical Co. and F. S. Royster Guano Company. De- 
fense on the issue of unreasonableness was undertaken by the 
Southern Pacific lines in Louisiana and the Kansas City South- 
ern; and on the issue of undue prejudice by the Santa Fe and 
Gulf Coast Lines, the Commission’s report said. 

The report pointed out that the Sulphur Mines was in 
southwestern Louisiana, on the Brimstone Railrcad & Canal, 
which connected with the Southern Pacific and the Kansas City 
Southern. The mines of the Texas interveners, it said, were 
in southeastern Texas on the Gulf, Colorado & Santa Fe and 
on the Houston & Brazos Valley. Sulphur Mines and Gulf Hill 
are 463 and 233 miles, respectively, from New Orleans and from 
Bryanmound 428 and 198 miles, respectively. 


Approximately 98 per cent of the sulphur produced in the 
United States, the report said, was mined by the complainant 
and the Texas interveners. The method of production in both 
districts is the same, that is by the superheated steam process, 
which sends the sulphur to the surface in.the molten state with 
compressed air as the motive power. Two-tenths of one per 
cent represent the impurities in the sulphur so produced. It is 
sent in carloads, the report said, to fewer than 300 points in 
the United States. It is used by industries as follow: Manu 
facture of wood pulp, 37.4 per cent; of acid, 26.9 per cent; 
powder or explosives, 8.8 per cent; agriculture, 11.8; refineries, 
6.3. Eighty or ninety per cent of the sulphur used by the pulp 
trade, the Commission said, was furnished by the complainant. 
The mines at Sulphur Mine plants began operation in 1896 
and displaced the Sicilian sulphur to a considerable extent. 
Bryanmound began shipping in 1913 and Gulf Hill in 1919. 

The first distribution problem, the Commission’s report said, 
was to meet the Sicilian competition. The latter had the benefit 
of extremely low ocean freight rates, made possible by Italian 
government subsidies, The problem of meeting the Sicilian 
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competition, the Commission said, had been met so successfully 
that now competition was confined substantially to that between 
the Texas and Louisiana mines. It said they no longer en- 
countered European competition but exported to Europe in com- 
petition with the Sicilian sulphur. 


The original basis for joint commodity rates, the report 
said, was devised by the carriers, from Sulphur Mines to the 
interior of the United States, as follows: The Southern Pacific 
lines accepted as their divisions for their haul to New Orleans 
an amount equal to the ocean rate from Sicily to the Atlantic 
seaboard. The carriers east of the Mississippi accepted as 
their divisions for hauls beyond New Orleans to central terri- 
tory amounts equal to the rail rates from the Atlantic ports to 
the respective destinations. To the southeast the carriers ac- 
cepted the rates on fertilizers. That basis, the Commission said, 
except where changes had been made to meet unusual competi- 
tive conditions, was still in effect. 


When sulphur began moving from Bryanmound the rates 
were made, generally, the Commission said, differentials over 
the then existing rates from Sulphur Mines. That basis was 
attacked in the du Pont case before mentioned and the basis 
was not disapproved by the Commission. In that report, how- 
ever, it pointed out that until late in 1915 the movement from 
Sulphur Mines to seaboard territory was chiefly rail-ocean-rail 
and the same routing from Bryanmound was anticipated. But 
the diversion of boats from their usual routes soon left available 
only the all-rail routes. Until that time, little attention had been 
given to the all-rail routes and it was not until some time 
later that the defendants established joint through commodity 
rates Over many of the workable routes. 


When the lines serving the Texas mines reduced the all- 
rail rates from them, the Commission declined to suspend the 
schedules, The reductions did not apply to the southern half 
of Mississippi or southern Louisiana east of the Mississippi. 
To that territory the differential adjustment was retained, the 
reductions being on the long-haul rates. 


The Commission examined into the question of reasonable- 
ness of the rates. While many of the ton-mile earnings were 
above 12 mills and the car-miles were generally more than 30 
cents and to Baton Rouge 105.5 cents, it held them not unrea- 
sonable. The average car-mile is 48.4 and the ton-mile 11.98 
mills. It remarked that none of the sulphur consumers were 
present in the case complaining about the rates. Sulphur, the 
report said, was sold free on board at the mines or ex-ship at 
the seaboard points. 


The defendants defended on the issue of undue prejudice 
and undue preference by showing many blanket adjustments 


covering greater areas. In disposing of the case the Commis- 
sion said: 


In the present case it appears that, of the consuming points to 
which a rate parity exists, approximately the least distant is Bir- 
mingham, shown by complainant to be 526 miles from Sulphur Mines 
and 796 miles from Gulf Hill. As stated, complainant is primarily in- 
mnted in the rates to Wisconsin, Michigan, Illinois, Indiana, and 

io. 

The mines under consideration compete in the same consuming 
territory and most of the hauls are for long distances. We have 
frequently recognized the principle that group or blanket adjust- 
ments of rates are justified upon the theory that they are of benefit 
to commerce. Under such adjustments obviously some shippers will 
be farther from a given point than others in the same _ blanket. 
The record shows that while sulphur deposits are found in scattered 
parts of the West, it is produced in commercial quantities in this 
country only at these mines; and that Sulphur Mines and Gulf Hill 
are at the eastern and western ends of an area extending less than 
250 miles along the Gulf of Mexico within which there are 12 
deposits of sulphur. 

Our findings in Du Pont de Nemours & Co. vs. H. & B. V. Ry. Co., 
supra, are not of controlling importance here, because it is well 
settled that carriers may voluntarily do many things which we could 
not require them to do. Defendants serving the Texas mines do 
Not serve Sulphur Mines. The element of water competition, aided 
by a like rate to the Gulf ports from all producing mines, was con- 
sidered by them. The conditions existing subsequent to federal 
control prompted these defendants to establish rate parity in order 
. develop an industry on their lines with a view to stimulating 
the all-rail movement and increasing their revenues. 


, At the hearing the parties stipulated that so much of the record 

in No. 12969, Divisions Received by Brimstone R. R. & Canal Co., as 

th pertinent to the issues herein might be considered. A report in 
at proceeding has since been adopted, 68 I. C. C., 375. The matters 
ere considered have no bearing on the issues now before us. 


Fa We are of opinion and find that the rates assailed are not un- 
asonable or unduly prejudicial. The complaint will be dismissed. 


ST. LOUIS-EAST ST. LOUIS RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12866, Standard Rail & Steel Company 
vs. Terminal Railroad Association of St. Louis and Director- 
General, opinion No. 8673, 81 I. C. C., 395-6, as to the rates 
charged on shipments of scrap iron, between St. Louis and points 
bs East St. Louis and Madison, Ill., between June 25 and Septem- 
100 15, 1918. Prior to June 25, 1918, the rate was 1.5 cents per 
ees, $4.50 per car minimum. On that day it became 6.5 
. ~ with a $15 per car minimum. Finally the Director-General 
zo e the rate $12 per car minimum, to which basis the complain- 
nt asked for and obtained reparation. The Commission made 
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its finding on the St. Louis Chamber of Commerce vs. Director- 
General, 74 I. C. C., 308, basis. 


COMMISSION ORDERS 


On petition of the Director-General, the Commission nas 
reopened for further consideration on the record as made No. 
13249, Seneca Fibre Products Co. vs, Director-General. 

The Commission, upon petition of the Director-General, has 
reopened No. 12942, Diamond Match Co. vs. Director-General, for 
further hearing. 

On petitions of the Director-General and the American 
Trading Company, complainant, the Commission has reopened 
for further hearing No. 13012, Amercan Trading Co. vs. Director- 
General, No. 13012 (Sub. No. 1), Hatters’ Fur Cutters’ Association 
of the United States of America et al. vs. Same, No. 13012 (Sub. 
No. 2), Wilcox Mofflin, Ltd., etc., vs. Same, and No. 13012 (Sub. 
No. 3), Surpass Leather Co. vs. Same. 

Defendants’ petition for rehearing in 12665, Fort Worth Cot- 
ton Oil Mill et al. vs. A. T. & S. F., Director-General, et al., and 
12504, Same vs. Director-General, Jonesboro, Lake City & East- 
ern, et al., was denied. 

The Commission has assigned for hearing No. 14501, Uni- 
versal Oil Co., Inc., et al., vs. Director-General, Southern Pacific, 
et al., on the question of whether or not complainant paid and 
bore the freight charges on the shipments involved. 

The Cudahy Packing Company, Miller Petroleum Company, 
and The American Gasoline Corporation were permitted to inter- 
vene in No. 14890, The Haydite Co. et al. vs. A. T. & S. F. et al. 

Complainant’s petition for rehearing of No. 13231, National 
Association of Sand and Gravel Producers vs. P. R. R. et al., was 
denied. 

The Commission permitted Kingan & Company, Inc., and 
Indianapolis Abattoir to intervene in No. 14981, Armour & Co. 
et al. vs. A. T. & S. F. et al. 

The Sioux City Live Stock Exchange was allowed to inter- 
vene in No. 15000, Sioux Falls Live Stock Exchange et al. vs. 
A, T, & S, Bea, 

The Kansas City Millers’ Club was permitted to intervene in 
No. 14927, Oklahoma Millers’ Association vs. A. T. & S. F. et al. 

The Commission has dismissed No. 12630, The National Live 
Stock Exchange vs. A. T. & S. F. The case was held in abey- 
ance from December 29, 1921, and the complainant notified to 
show cause by July 1, 1923, why its case should not be dismissed. 
As no cause was shown the Commission dismissed the case. 

Upon request of complainant the Commission dismissed No. 
14732, Vincent M. Brennan vs. L. V. et al. 

The Commission dismissed No. 13782, R. B. Thomas & Co. 
vs. I. C. at the request of complainant. 

The order in No. 13211, West Coast Lumbermen’s Associa- 
tion et al. vs. Abilene & Southern et al., was modified so as to 
become effective October 5 instead of August 11. 

The order in No. 10733, National Paving Brick Manufac- 
turers’ Association et al. vs. A. & V. et al., was modified so 
as to include among the points from and to which the carriers 
were authorized to make revisions affecting the description 
and rates on brick and related articles on or before August 15 
on not less than ten days’ notice, the following: From Puryear, 
Tenn., to Ohio River Crossings and St. Louis group points. 
From Knoxville, Tenn., Anniston, Ala., and Birmingham, Ala., 
groups, Decatur, Albany, and Montgomery, Ala., and Atlanta 
and Chattahoochee, Ga., to Biloxi, Beauvoir, Mississippi City, 
and Pass Christian, Miss., via Gulfport & Mississippi Coast 
Traction Company. 

The Commission modified the orders in No. 12367, Oklahoma 
Clay Products Association vs. A. T. & S. F. et al., and No. 
10733, National Paving Brick Manufacturers’ Association et al. 
vs. A. & V. et al., so they will become effective, in so far as 
they apply to southwestern territory, on the same date and 
upon such notice as may be authorized in connection with rates 
on brick established as a result of I. & S. No. 1843, commodity 
rates from, to and between points in southwestern territory. 


SOUTHERN CLASS RATE CASE 


The big volume of the brief filed by the southern carriers 
in the Southern Class Rate Case, late July 30, consisted of about 
650 pages. It dealt only with the rates from the several terri- 
tories of origin embraced within the scope of the investigation 
to Carolina territory. The five volumes of that brief contain 
more than 1,800 pages of printed matter, sufficient, it is believed, 
to indicate the monumental character of the task the Commis- 
sion has assumed, because the briefs of other carriers and ship- 
pers, on some phases of the case, are almost as comprehensive, 
as the volumes submitted by the southern carriers. 

Before the order of the Commission fixing a time for the 
filing of briefs was extended to July 31, Edgar Watkins, in behalf 
of Tennessee interests, in behalf of the Piedmont Shippers’ and 
Manufacturers’ Association and La Follettee (Tenn.) interests, 
filed three briefs. He filed them in May. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific car Demurrage Bureau for May 
shows 18458 cars held overtime—a percentage of 07.78 as against 
11454—a percentage of 06.24 for May, 1922. 











310 THE TRAFFIC WORLD Vol. XXXII, No. 6 


COMMISSION CLOSES OFFICES 


The Trafic World Washington Bureau 


Chairman Meyer, of the Commission, August 7, issued a 
memorandum to chiefs of bureaus and heads of offices, out- 
lining the procedure to be followed in observing the orders of 
President Coolidge with reference to the closing of executive 
departments and executive establishments for the period from 
August 7 at 1 p. m. to August 11, in memory of President Hard- 
ing. It has been the usual practice for the Commission to ob- 
serve orders applying to the executive departments with refer- 
ence to suspension of work, although, technically, the Commis- 
sion is not an “executive department,” but an “independent” 
office. 

In his memorandum Chairman Meyer said the Commission 
wished to comply both with the letter and the spirit of the 
Presidential order but that Secretary Hughes, with whom 
the chairman discussed the matter, understood that there was 
certain business transacted in the offices of the Commission 
which did not permit of delay. The decision was made, there- 
fore, to observe the order as to closing except that matters re- 
quiring immediate attention would be disposed of in the period 
involved. The order of the chairman provided that no press 
notices of any kind would be issued between noon, August 7, 
and 9:30 a. m., August 11. 

An amendment to the original order issued by the President 
provided that, in addition to “executive departments,” all “ex- 
ecutive establishments” should be closed. 


Chairman Meyer’s memorandum follows: 


Tt have just had a conversation with the Secretary of State re- 
garding the interpretation of the order of the President relating to 
the present week. The Secretary understands that it is the de- 
sire of the Commission to comply both with the letter and the 
spirit of the Presidential order. However, he understands that there 
is certain business transacted in the offices of the Commission which 
does not permit of delay. With reference to this class of business 
the Secretary of State advises that the Commission is free to eexr- 
cise its discretion and make whatever arrangements it sees fit in 
yo aed > take care of that part of our business which can not be 

elayed. 


Mail will be received at about 9 o’clock in the morning of each 
day. It will be classified and sent to the respective offices where 
it should be carefully examined with a view of selecting those pieces 
of mail that require immediate attention. All the other mail should 
be left for attention until Saturday, August 11. 


The urgent or emergency mail should be immediately taken caré 
ot and such part of the Commission’s forces as may be ‘necessary to 
take care of this class of mail should report for duty and remain 
~ uietever time may be necessary to dispose of this part of our 

usiness. 


No press notices of any kind will be issued between 12 o'clock 
Tuesday, August 7, and 9:30, August 11. 


Alfred Holmead, acting secretary in the absence of Secre- 
tary McGinty, issued the following order: 


The chiefs of bureaus and heads of offices will designate necessary 
employes to remain on duty each day in order to comply with the 
above memorandum of the chairman, including both stenographic 
and messenger service. All other employes will be excused at and 
after 1 o’clock Tuesday, August 7, and on Wednesday, Thursday and 
Friday, August 8, 9 and 10, 1923. 


Shipping Board Also Closed 


The Shipping Board also directed the closing of its offices 
and the postponement of all arrangements made for work during 
that period. 

The long abstinence from ordinary business required by the 
order made it necessary for the part of the Commission force 
handling investigation and suspension proceeding business to 
work at unusual hours during the time intervening between the 
issuance of the order and its effective hour, so as to have in 
hand all the decisions necessary to be made on protests and 
requests for suspension. 

It was tacitly agreed at the time the order was issued that 
the conference in regard to objections to the tariffs filed in sup- 
posed compliance with the Commission’s decision and order in 
No. 9702, the Memphis-Southwestern Investigation, would be con- 
tinued during some part of the period of respect and mourning, 
at the hotels, if necessary, so that those who came here to attend 
it would be able to leave Washington in accordance with plans 
made before they came here. 


RAILROADS SHOW RESPECT 


A five-minute pause at the hour of President Harding’s 
burial, during which all transportation activity ceased with 
every train and switch engine stopped, was the railroads’ mark 
of respect to the late president, in accordance with plans for- 
mulated by the Western Railways General Managers’ Associa- 
tion and agreed to by the carriers throughout the country. 

The letter sent out to all the carriers by the association 
outlining the program was as follows: 





All service shall be suspended at 2:00 p. m., Central Standard 
time, for five minutes, including stopping of trains and suspension 
of work by yard and transfer crews. 

. General offices at Chicago shall close at 1:00 p. m., Chicago 
time. 

Freight houses at Chicago shall be closed all day excepting 


for delivery of L. C. L. perishable freight up to 10:00 a. m, Chi- 
cago time, and for delivery of carload perishable freight all day. 

Qutside of Chicago the closing of offices and freight houses 
shall be arranged to meet the local needs. 


LABOR BOARD CLOSED 


The Railroad Labor Board was closed throughout the day, 
Friday, out of respect to President Harding. 


SHIPS STOP ON SEAS 


The Shippihg Board issued an order directing every one of 
its ships to stop for five minutes at 4 p. m. Friday afternoon 
in memory of President Harding. 


A. R. A. OFFICES CLOSE 


The offices of the car service division of the American Rail- 


way Association were closed August 10 in memory of President 
Harding. 


THROUGH BILLS IN SOUTH AFRICA 


Consul Charles J. Piser, stationed at Cape Town, South 
Africa, has reported to the Department of Commerce that 
“through bill of lading” are not bills of lading, and that insur- 
ance certificates are not policies of insurance, under the law of 
the Province of the Cape of Good Hope, under a decision of the 
Supreme Court of the Province, in a case involving shipments of 
flour from the United States. In his report, the consul said: 


The plaintiff in the case was a local bank which had issued let- 
ters of credit to the defendants, who were importers of flour in 
Cape Town. It was agreed that the defendants should acecpt and 
pay on sight all drafts drawn within the terms of the letters of 
credit, when such drafts were accompanied by a ‘‘full set of ship- 
ping documents,” including bills of lading and marine policies of 
insurance. 

_The controversy arose over certain shipments of flour from the 
United States. The drafts covering these shipments were met by 
the plaintiff’s American agents and were duly presented to the de- 
fendants, together with through bills of lading and certificates of 
insurance. The defendants dishonored the drafts, contending that 
the requirements of the phrase “full set of shipping documents” had 
not been met, whereupon the plaintiff bank took up the flour and 
realized on it in the open market. 

To the contention of the defendants the plaintiff replied that 
the documents presented were, by the law, custom, and usage of 
the United States, in which country they were executed, sufficient 
shipping. documents and were equivalent to ocean bills of lading 
and individual policies of insurance, but the court held that the 
question of sufficiency was one to be determined by the law of the 
Union of South Africa. The through bill of lading purported to be 
a receipt issued at an inland point in the United States fcr car- 
riage to Cape Town by way of certain American lines of railway to 
New York and thence by the American-African line to the port 
of destination—Cape Town. In the opinion of the court such a 
document could not be regarded as a bill of lading under the law 
of the Cape Province. It had been decided in England that a bill 
of lading from the earliest times was a document which acknowl- 
edged shipment aboard a particular ship. 

With regard to the certificates of insurance the court said that 
these certificates in England had been held not to be policies of 
insurance, justifying the repudiation of a contract in which they 
had been tendered by the seller. This statement, however, seems 
contradicted by a decision handed down by the Kings Bench Division 
on July 29, 1922, in which it was held that “an approved policy of 
insurance is a policy to which no reasonable mercantile objection 
can be made,” and that a certificate of insurance is such an ap- 
proved policy. 

The plaintiff in the case under consideration adduced certain evi- 
dence to prove that the through bills of lading and the certificates 
of insurance were recognized in the Union by custom, but this evi- 
dence was, in the opinion of the court, not sufficient, and the plain- 
tiff bank consequently failed in its action. 


PARCELS TO RUSSIA 

Paul Henderson, second assistant postmaster general, has 
advised postmasters that there is no provision for the registra- 
tion of parcels for Russia in Europe or Russia in Asia, and that 
any registered parcels for Russia received at New York in the 
future will be dispatched to destination as ordinary (unregis- 
tered( parcel post, and appropriate notation made in the record. 
The postmaster at New York advised the department that a col- 
siderable number of registered parcels for Russia had been re 
ceived at that office. 


IMPROVED TERMINAL FACILITIES 

Improved terminal facilities to expedite the handling of 
the heavy grain and general traffic through the ports of Fort 
William and Port Arthur at the head of the lakes have been 
provided in the Neebing Terminal of the Canadian National 
Railways near West Fort William. The development of. the 
new yards which connect the two routes of the Canadian 
National into Fort William and Port Arthur will result 1 
greater despatch and efficiency in the handling of traffic, Thes¢ 
routes—the former Grand Trunk Pacific and. Canadian North- 
ern—were built as compeitors and the situation was one of 
many which the Canadian National executive had to handle 2 
co-ordinating the system. The new terminals cover an area 
three miles long by a quarter of a mile wide. There is an east 
bound receiving yard with capacity for 640 cars; eastbound 
classification yard with capacity for 1,250 cars; and a west 
bound departure yard with capacity for 1,040 cars. The car 
repair yard has capacity for 108 cars, making the total ca 
pacity of the yardage now constructed over 3,000 cars, wth 
provision for future extension. 
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COOLIDGE AND TRANSPORTATION 


The Trafic World Washington Bureau 


The coming into the presidency of Calvin Coolidge produces 
4 change so far as railroad and shipping questions are con- 
cerned. President Harding had definitely stated ideas about the 
consolidation of railroads and as to the merchant marine. 
President Coolidge may have such definite ideas. If he has, he 
has not put them before the public (except that he has de- 
cared himself in favor of a strong merchant marine). Diligent 
search for expressions of opinion on the “railroad problem” in 
the last few years has failed to reveal any expressions by him 
on the subject, although he may have discussed it at some time. 
Since he has been President, he has had a talk with Senator 
Cummins and twice Samuel Gompers has called on him. The 
labor leader has made an engagement to have a talk with the 
President in September. President Coolidge, immediately after 
he came to Washington, said he would have nothing to say 
about any policies until after the Harding funeral. All that is 
said about the visits to him of the Iowa senator and the labor 
leader comes from those men, not from the President. Senator 
Cummins called on the President, in his capacity as President 
Pro Tempore of the Senate, as the representative of that body 
in the making of funeral arrangements. He did not indicate 
that one word had been said about the railroad questions or 
any other matters of policy. Gompers said he talked with the 
President about labor and immigration matters and that the 
President had an open mind on the question of an extraordinary 
session of Congress. The impression is that President Coolidge 
listened while his callers talked. Those who know him say 
that is his way, except with men with whom he has an intimate 
acquaintance and in whom he places trust. With such he has 
been represented as being willing to talk at great length. 
Abstinence from discussion of railroad and shipping prob- 
lems covers the proposal to abolish the Labor Board. That 
proposal was opposed by the late President. His position was 
that, instead of being abolished, it should be strengthened. 
On this absence of expressed views on the subject on which 
Mr. Harding had often spoken, is built the hope, voiced by 
many, that whatever position the new chief executive takes, it 
will be constructive. The first impression along that line is 
buttressed by his admonition, “don’t be in a hurry to legislate; 
give administration a chance to catch up with legislation.” The 


‘point is made that a man who could say that realizes the 


futility of mere legislation—that is, the writing in a book of 
words that mean little or nothing to those who read them. 
The conviction is further strengthened by a remark attributed 
tohim that “laws are discovered, not made.” 

The big question in the immediate future, as seen by many 
who are interested in legislation concerning railroads, is whether 
Senator Cummins and those who believe in compulsory con- 
solidation as a panacea for the railroad ills that are alleged to 
aflict the country, can -_persuade President Coolidge to agree 
with them. President Harding’s speech at Kansas City, June 
22 (Traffic World, June 30, p. 1549), has been taken by advo- 
cates of compulsory consolidation to mean that he favored their 
Dlan. Therefore the advocates of compulsory consolidation, at 
the time of President Harding’s death, notwithstanding evi- 
dences of dissent shown in the section of the country to which 
that address was primarily directed, were in a strong tactical 
position, in theory, at least, because the party of which Harding 
was the head was nominally in control of Congress. 

Now, however, the position of the advocates of compulsory 
consolidation is that the titular head of the party nominally in 
power is not known to have any views on the subject, but is on 
record as having given the advice, “don’t hurry to legislate.” 
Other known utterances indicate to those familiar with the 
language of the courts that his mind holds to the rule that on 
the man who proposes something is not only the burden of 
proof but the burden of going forward—that is, that the man 
who proposes to compel the consolidation of the railroads, for 
instance, must not only prove that such consolidation is neces- 
sary but that legislation to bring it about can be procured by 
sich and such methods. 

Senator Cummins, observers of his career recall, has been 
ever ready to propose legislation but not so well prepared to 
show how it can be written on the statute books. The com- 
Dlexities of the consolidation paragraphs of the interstate com- 
Merce act are attributed to his unreadiness, when compulsory 
Consolidation proved unacceptable to Congress in 1920, to rewrite 
the paragraphs so as to make them workable under a plan for 
Voluntary consolidation. If the impressions as to the character- 
istics of the Coolidge attitude are accurate, it is suggested he 
Will ask Senator Cummins not only to show why compulsory 
Consolidation is necessary, but how Cummins can assure the 
bassage of the necessary bills, in the face of the opposition of 

enator La Follette and his avowed followers and the possible 
Coalition between the Republican insurgents and a sufficient 


lumber of Democrats to wrest the control of the Senate from 
the Republican leaders. 


Coolidge’s mental attitude is taken to be more like that of 
€ old time party leaders. Their rule was never to propose 
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anything they had not sufficiently canvassed the members of 
their own party to make reasonably certain that what was pro- 
posed would be adopted. That was particularly the mental 
composition of Senator Aldrich, of Rhode Island, admitted to 
have been the most successful manager of legislation either 
branch of Congress has had in the last twenty-five years. He 
did not propose things his fellow partisans would not support, 
no matter how much he personally favored them. As a leader, 
Senator Cummins has suggested things that caused serious 
divisions among his fellow partisans, as, for instance, reciprocity 
with Canada. 

If the Coolidge mind works in that way, the compulsory 
consolidation of railroads plan of Senator Cummins will have a 
hard road to travel before it will be safe to say that the admin- 
istration is for it. 

That railroad consolidation is a subject the new President 
has been forced to consider is taken for granted, because he 
comes from New England. It is argued that, because the rail- 
roads in New England, for so many years, have been in an un- 
satisfactory way, every public man in those six states has been 
forced to consider what might be done to put them in a better 
situation. New England is not of one mind on the subject. On 
the contrary, the sentiment seemed: to be in opposition to 
consolidation when the New Haven tried to do what the volun- 
tary plan of consolidation calls for. Instead of being allowed 
to do that, the New Haven was haled into court to answer an 
accusation of having violated the anti-trust law. The courts 
so found and the Boston & Maine was taken from it and the 
New Haven was otherwise admonished to bring itself into con- 
sonance with the law. 

Recently the governors of the New England states called a 
conference on the subject of consolidation. The shortcomings 
of the railroads were pointed out, but no conclusion as to whether 
they should or should not be consolidated was reached. In 
other words, if environment means anything in the way of 
Coolidge ideas, an open mind on his part on that subject would 
be indicated, with a leaning toward the application of his advice, 
“don’t hurry to legislate.” 

It is assumed that one of the earliest matters the new 
President will have to consider is the question of an extraor- 
dinary session of Congress. That assumption is based on 
the fact that Senators Frazier, Shipstead, Brookhart, and Mag- 
nus Johnson telegraphed President Harding at San Francisco 
a request that he call Congress together to consider measures 
for the relief of farmers. President Harding was opposed to an 


extraordinary session and President Coolidge is believed to be 
of the same mind. 


Merchant Marine Policy 


As to the merchant marine policy, the accession of Coolidge 
to the Presidency has caused those identified with private ship- 
ping interests to express the belief that Mr. Coolidge may not 
support the policy of direct government operation agreed on by 
President Harding and the Shipping Board at the White House 
several months ago, in the event the government ships could 
not be sold under terms and conditions that would insure the 
operation of an American merchant marine. President Coolidge 
is in favor of an American merchant marine. His views as to 
direct government operation, pending the sale at some future 
date of the fleet, are not known. It is expected that in the next 
few weeks he will confer with Chairman Farley on the merchant 
marine situation and that then his position may be outlined. 


The conviction prevailed after the death of President Hard- 
ing that some change in the merchant marine policy of the 
board might be made. There has been a great deal of opposition 
from business interests to the direct government operation 
plan. The Chamber of Commerce of the United States and 
other commercial organizations, as well as the private ship- 
owners and the operators of Shipping Board vessels under the 
present system, have opposed direct government operation. 
The inclination of those identified with the private shipping in- 
terests was to believe that President Coolidge would favor a 
modification of the direct operation proposal. 


It may be said that there was nothing closer to the heart of 
President Harding than a great American merchant marine, and 
that, while opposed to government operation in principle, he 
decided in favor of such operation temporarily in the belief 
that only by that method could the continuance of the merchant 
marine be assured. President Harding and A. D. Lasker, re- 
garded as one of his closest personal friends, dominated the 
merchant marine policy of the government. They tried for a 
ship subsidy and failed to get it. Then they decided in favor 
of direct government operation “aggressively pursued,” until the 
time came when private interests could operate ships at a profit. 
If President Harding had lived, Mr. Lasker would doubtless 
have played an important part in decisions relative to merchant 
marine policy. Just what part he will play now is regarded as 
doubtful. It is regarded as certain that the relationship of Mr. 
Lasker to President Coolidge will not be similar to the rela- 
tionship of Mr. Lasker to President Harding. Mr. Lasker was 
a frequent visitor at the White House, and, if President Harding 
had lived, it was anticipated that he would have continued to be 
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a frequent caller, although he had resigned as chairman of the 
Shipping Board. 

“President Harding’s unexpected death marks the loss of 
an executive second to none of his predecessors in keen inter- 
est in an American merchant marine,” the National Merchant 
Marine Association said. “What change, if any, his passing 
will bring in the shipping policies of the Administration, it is 
too early yet to attempt to speculate upon in any detail. 

“Of President Coolidge it can be said that he was a strong 
advocate of the legislation to aid shipping which was before 
the last Congress, and that he has expressed himself emphatic- 
ally as favoring a strong American merchant marine. Coming 
from Massachusetts, he is doubtless acquainted at first hand 
with the necessity for adequate shipping facilities under the 
American flag, and is confidently looked to for constructive 
marine policies. 

“Of the immediate situation, this much may, perhaps, be 
said: Had President Harding lived, no detailed plan of direct 
government operation of shipping would have been put into 
effect until it had received his full approval. No final plan has 
yet been determined on by the Shipping Board, and none is 
likely to be made effective without having been referred to 
President Coolidge and having received his sanction. Whether 
the new President favors direct government operation of the 
merchant marine remains to be seen.” 

The indications were this week that no final decision as to 
the plan for operation of the government fleet would be made 
by the Shipping Board until Chairman Farley held a conference 
with President Coolidge on the subject. The chairman paid his 
respects to the President August 6 and told him he would report 
to him on the merchant marine situation at the President’s con- 
venience. Nothing will be done until after the funeral of Presi- 
dent Harding, it was said. 

Chairman Farley said his absence in New York City last 
week and the closing of the board’s offices this week from 
Tuesday noon until Saturday had delayed that much the con- 
sideration of the plan for operation of the fleet. 

A conference with the Shipping Board operators on the 
question of the future plan for operation of the government 
vessels will be arranged next week, it was said. The chairman 
also said a conference would be arranged with the shipowners 
if they desired one. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


Notwithstanding the element of uncertainty injected into 
the merchant marine situation by the death of President Hard- 
ing, it is believed to be a certainty that, whatever decision may 
be made in the near future by President Coolidge as to the 
operation of the government fleet, the merchant marine prob- 
lem will be prominently before the next Congress. Resort to 
direct government operation of the fleet between now and the 
next Congress probably would compel the attention of Con- 
gress to the subject of merchant marine policy more quickly 
than if a different course were followed, because of the alter- 
natives to such a policy that would be offered by those opposed 
to direct government operation. 

It is not believed that a serious effort will be made to revive 
the subsidy bill but that: attempts to get legislation favorable to 
the upbuilding of an American merchant marine will center on 
proposed indirect aids, such as the imposition of discriminatory 
duties on imports carried in foreign vessels, preferential rail 
rates on goods carried in American bottoms, extension of the 
coastwise laws to the Philippines which would exclude foreign 
vessels from that trade, restriction to American vessels of 50 
per cent of the immigration into the United States, a mandatory 
provision that officials and employes of the government shall 
travel on American flag ships, the issuance of certificates to 
exporters which could be used in payment of import duties, the 
certificates to represent a small percentage of the value of the 
shipments exported, and amendment of the La Follette seaman’s 
act to relieve shipping of some of the burdens imposed by that 
act, 

The Jones merchant marine act in sections 21, 28 and 34, 
none of which has been enforced, provided for extension of the 
coastwise laws to the Philippines, the application of domestic 
rail rates to shipments carried to and from the United States 
in foreign bottoms, thus restricting the lower export and import 
rail rates to shipments carried in American flag ships, and the 
abrogation of commercial treaties restricting the right of the 
United States to imposed discriminatory tonnage dues and dis- 
criminatory customs duties. 


The Shipping Board some time ago recommended to Presi- 
dent Harding that he issue an order extending the coastwise 
laws to the Philippines, but the matter was still under considera- 
tion when he died. President Wilson, and later, President 
Harding, refused to enforce section 34, Mr. Wilson on the 
ground that the section constituted an invasion of the treaty- 
making power of the President. President Harding felt that 
imposition of discriminatory duties would result in retaliatory 
measures by foreign governments and that there was a better 
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way in which to meet the situation by subsidizing American 
ship owners. It is not believed that an effort will be made to 
have President Coolidge apply section 34. Section 28 has 
never been enforced, and, unless it is modified, probably never 
will be. The Interstate Commerce Commission has pointed out 
to Congress that the section should be modified. 

It is expected that legislation will be proposed by the Ship. 
ping Board, the ship owners, the ship operators and the ship. 
builders at the next session. It is further expected that, while 
an agreement probably will not be reached in all particulars, 
the legislation proposed will involve indirect aid. Little hope 
is held out for a revision of the La Follette act because of the 
fact that La Follette and his followers probably will be in a 
position to block such a move. 

The Shipping Board operators would like to see the present 
arrangement, modified so that they would share in profits and 
losses, continued until conditions reach a point where private 
capital would be attracted to shipping and thus make possible 
the taking over of the government ships by private interests. 

Former Senator Pomerene, of Ohio, an advocate of the 
application of discriminating duties, proposed indirect aid to 
the merchant marine just before the last session of Congress 
came to an end by providing more favorable tonnage rates for 
American than for foreign ships; reduction of duties on all 
dutiable articles imported in American ships or an increase in 
the duties on goods imported in foreign ships and possibly 
the imposition of a small duty on goods on the free list brought 
into the country by foreign ships; reduced rail rates on goods 
carried in American ships. He also advocated that Congress 
set a date after which all government ships would be sold or 
leased and in no event operated by the government in com- 
petition with ships of private owners. 

Homer L. Ferguson, the shipbuilder, some time ago proposed 
the plan of the issuance of certificates by the government to 
exporters, The certificates would represent a percentage of the 
value of the exports, would be negotiable and transferable, and 
accepted by the government in payment for import duties. Such 
a provision would be an incentive for exporters to ship in Amer. 
ican bottoms, advocates of the plan say. It is believed in some 
quarters that the plan proposed by Mr. Ferguson would be 
an aid to the farmer, who, through co-operative marketing as- 
sociations, would get the benefit of the rebate in the form 
of the proposed certificates. 

It is pointed out that the objection to the imposition of 
discriminatory duties could be met in part by limiting such 
duties to the indirect trade. For example, it is said, provision 
could be made that discriminating duties would not be imposed 
on imports coming directly to the United States from Great Britain 
in British ships but would be applied, for instance, to shipments 
coming from South America to the United States in British 
ships. The latter would be “indirect trade.” The advocates 
of this method of giving aid to the merchant marine say Great 
Britain and other foreign countries could not object seriously 
to such a plan and that it would remove the incentive for 
retaliation that would exist if discriminating duties were im- 
posed on all trade, direct and indirect. 


Thére is some speculation as to whether or not there will be 
changes in the membership of the Shipping Board. Some believe 
that if President Coolidge should differ on the question of direct 
government operation, Chairman Farley probably would resign. 
The speculation touches on the probabie successor to Mr. Farley, 
if he should resign, and the possibility of President Coolidge 
naming Commissioner Plummer as chairman of the board. Mr. 
Plummer is a New England Republican, his home being in 
Bath, Me. President Coolidge could name him as chairman 
and fill the vacancy that would be caused by the resignation of 
Mr. Farley from the middle west. Mr. Farley was given 4 
recess appointment to the board by President Harding. When 
Congress convenes President Coolidge will have to nominate 
Mr. Farley or some one else for the chairmanship. 


BOARD AND SHIPPING MEN TO CONFER 


The Trafic World New York Bureau 


In practically identical letters, sent to the American Steam- 
ship Owners’ Association and the United States Ship Operators 
Association, Chairman E. P. Farley of the Shipping Board said 
that while the board had already considered fully and rejected 
the suggestions they had advanced he would be glad to discuss 
the situation with the. He set no date for the conference 
and left the initiative to the shipping officials. 


A copy of the letter to Alfred Gilbert Smith, president of 
the shipowners’ association, was obtained from Mr. Farley Sat: 
urday. This denied the charge of Mr. Smith that the board had 
acted hastily. Mr. Farley said that the recommendations of the 
association were not new and had been discussed frequently by 
the commissioners. W. L. Marvin, vice-president of the associa 
tion, was reluctant to discuss the letter, saying that the matter 
can be handled better by private negotiations. A conference 
will probably be held, he added, but no request has yet bee? 
made. 

Charles H. Potter, president of the operators, said he had 
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not received the letter from Mr. Farley, but presumed it was in 
the mails. 

In the letter to Mr. Smith, Chairman Farley said: 

Please. be assured that the Board gave full and deliberate con- 
sideration at a special meeting called for that purpose, to the sug- 
gestions of the American Steamship Owners’ Association forwarded 


to us with your letter of July 19th, and did not hastily discard the 
plan, as indicated in your letter of the 26th. 

The Board, and the committee appointed some time ago to con- 
sider and recommend to the Board a plan for the operation of our 
ships, have tried to consider every phase of the problem, and have 
painstakingly investigated and weighed all of the suggestions from 
every source that have come to us. Your plan offered no new ideas 


to those already proposed, and which were rejected in our discus- 
sions, 


A number of objections to your proposal were deemed insur- 
mountable. Your plan provides for no supervision and control of 
the expenditure of Congressional appropriations, and in addition 
contemplates the establishment of a sinking fund to be carried over 
a minimum of three and a maximum of six years. Manifestly, both 


or either of the above provisions are impossible of execution under 
the present law. 


The foregoing alone, being the very basis of your proposal, make 
it unnecessary to point out other objectionable features.” 


The shipowners proposed that the handling of the ships be 
left with private companies, the expenses to be borne by the 
board, including overhead expenditures, and any profits to be 
set aside in a sinking fund to apply against the ultimate purchase 
of the vessels. In addition the shipowners suggested that ves- 
sels be chartered to private companies at rates low enough to 
enable them to be operated with an opportunity for success 
in competition with foreign vessels. 

The plan of the ship operators has not yet been disclosed in 
detail, but the central feature is said to be a system for sharing 
profits and losses, taking as the basis for calculation the results 
shown by the various services over a definite period. 

Possibility of an agreement between the Shipping Board 
and the American Steamship Owners’ Association on a policy 
for the operation of the government fleet that will heal the 
breach that has been evident for several weeks was brought 
nearer this week when the shipowners, at their quarterly meet- 
ing, authorized the appointment of a special committee to confer 
with the board in Washington. 

Members of the association appeared more hopeful than for 
some time past that direct operation by the board might be 
averted and that some plan would be adopted that would have 
the co-operation of the private marine industry. Information 
was said to have been received from officials of the board that 
they were willing to give serious consideration to suggestions 
for private control that would eliminate the objections noted by 
Chairman Farley in his letter last week to the association. 

The special committee will discuss the “charter-sale” plan 
as the basis for the new policy, but will be inclined to make 
changes to meet the objections of the board, according to W. L. 
Marvin, vice-president. Mr. Marvin said the plan was not in- 
tended to be final, but merely to provide the groundwork for 
debate. The principal point made by Mr. Farley in his letter to 
President Alfred Gilbert Smith was that the shipowners’ recom- 
mendations failed to give the board adequate supervision over 
the trade routes and the expenditures of the operators. 

It was learned also that the United States Ship Operators’ 
Association was preparing for a conference with the board, and 
was also inclined to modify its plans to meet the views af the 
commissioners in order to avert government operation. 

The view of the shipowners is that the board has noted the 
protests of the commercial interests of the country against gov- 
ernment competition with private enterprise, and that this, 
coupled with the difficulties of the task of setting up fifteen to 
twenty organizations, has caused them to listen more readily to 
the advice of experienced men in the industry. 

The personnel of the shipowners’ committee will not be 
announced until the return of President Smith to New York. 
David T. Warden, vice-president, of the Tidewater Oil Company, 
presided in the absence of Mr. Smith. 

Resolutions presented by H. B. Walker, president of the Old 
Dominion Oil Company, were adopted, offering sympathy to Mrs. 
Harding in the untimely death of President Harding, and declar- 
ing that “we honor the memory of his distinguished service as 
chief executive of the nation, his high aspirations in the man- 
agement of home and foreign affairs, and particularly his mani- 
fest devotion to the firm upbuilding of the American merchant 
Marine as an indispensable adjunct of our overseas commerce 
and a strong bulwark in time of national emergency.” 

The resolution added that “we pledge ourselves to give the 
utmost aid to his successor, President Coolidge, in the task left 
unfinished of the working out of a broadly constructive national 
policy, under which the great merchant fleet, created by and 
for the war, may be made a permanent valuable asset of the 
United States.” 

The shipowners also adopted a_ resolution, offered by 
Lewis Luckenbach, calling on the Shipping Board for a state- 
Ment of the reasons why the board “continues to employ allo- 
cated steamers in the intercoastal trade, where there is no 
foreign competition, and where government competition presses 
Severely upon the abundant tonnage provided by private Ameri- 
Can capital and enterprise.” 
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This action of the shipowners applies to the four Shipping 
Board vessels operated by the Nawsco Line and the two re- 
frigerator steamers, Neponset and Wheaton, assigned to Mitt- 
nacht. 

The shipowners discussed the rates of pay of the sez going 
personnel on privately owned American ships, but no action was 
taken. The recent increase of 15 to 25 per cent granted by the 
Shipping Board, which the private owners feel unable to allow, 
was said to have raised a question of some seriousness. 

New members elected by the association were the United 
Fruit Company, the American «Sugar Transit Corporation and 
the Foreign Transport & Mercantile Corporation. The United 
Fruit Company had resigned about a year ago. The withdrawal 
was in protest against the fact that President H. H. Raymond. 
also president of the Clyde Line, continued to operate govern- 
ment ships in competition with the American vessels of the fruit 
company in the Colombian trade, despite the official stand of 
the association against such competition. Since that time Mr. 
Raymond and other individuals have organized the Colombian 
Steamship Line, which has purchased the ships from the board 
and thus has removed the objection of the United Fruit Com- 
pany to continued membership in the association. Mr. Raymond 
resigned as president of the association last January. 

Mr. Marvin said the association now had about 70 mem- 
bers, representing all parts of the country, owning a total of 
3,500,000 to 4,000,000 gross tons of American ships. 


ANTWERP’S CANAL BOAT TRAFFIC 


In the first five months of this year 19,581 canal boats 
entered the port of Antwerp, according to a report to the Com- 
merce Department from Vice Consul H. L. Smith, with a total 
tonnage of 3,765,127 tons. Of this number 15,067 boats of 
2,996,562 tons entered the port with the aid of tugs. Of these 
9,220 with a total tonnage of 2,075,957 came from the interior 
of Belgium, 122 of 57,422 tons from France, 70 of 87,371 tons 
from Alsace Lorraine, 256 of 247,897 tons from Germany, and 
5,498 of 527,070 tons from Holland. A total of 4,514 canal boais 
aggregating 768,565 tons entered the port without the aid of 
tugs, and of this number 3,086 of 638,552 tons came from the 
interior of Belgium, 6 of 1,978 tons from France, 3 of 462 tons 
from Germany, and 1,419 of 127,573 tons from Holland. 

During the first five months of 1923, 15,816 canal boats with 
a total tonnage of 3,812,197 left the port of Antwerp. Of this 
number, 11,308 boats of 2,878,422 tons left with the aid of tugs, 
9,575 with the total tonnage of 1,998,455 tons departing for 
the interior of Belgium, 123 of 48,228 tons for France, 118 of 
135,458 tons for Alsace Lorraine, 245 of 211,405 tons for Ger- 
many, and 1,247 of 484,876 tons for Holland. Boats leaving 
without the aid of tugs totaled 4,508 of 933,775 tons, and of this 
number, 3,087 of 799,871 tons left for the interior of Belgium, 
3 of 1,105 tons from France, 2 of 1,913 tons for Germany, and 
1,416 of 130,885 tons for Holland. 


FOREIGN IMPORT REGULATIONS 


The importation into Mexico of all narcotic drugs has been 
prohibited, except by the Public Health Department of the Gov- 
ernment, according to a Mexican decree effective July 28, 1923, 
says a cablegram to the Department of Commerce from Assistant 
Trade Commissioner H. B. MacKenzie, Mexico City. Formerly 
responsible pharmacies legally established were allowed to im- 
port these drugs after securing a permit from the Department 
of Health. 

Permission is granted for the importation into Portugal of 
10,000,000 kilos of foreign wheat for use as flour for bread mak- 
ing, according to a recent decree. A special import duty of 0.01 
escude per kilo is fixed for this wheat. The importation into 
Portugal of wheat and wheat flour is governed by special regu- 
lations. 

Special surtaxes are imposed on shipments of butter, cheese, 
figs, raisins and currants through certain Greek ports, and on 
all goods unloaded at Piraeus, Salonica and Volos, by a legal 
decree effective July 15, 1923, according to dispatches to the 
Department of Commerce. The proceeds of these surtaxes are 
to be used for the support of orphan asylums and schools. 

The importation into Mexico of domestic animals shipped 
from districts in which contagious animal diseases exist is pro- 
hibited by a recent Mexican decree, says a report to the 
Department of Commerce from. Assistant Trade Commission 
MacKenzie, Mexico City. The importation of meat, hides, bones, 
and other raw products derived from these animals is likewise 
prohibited. Previous to this decree domestic animals could be 
imported when accompanied by a certificate showing whether 
the animals came from an infected or noninfected area and 
subject before crossing the international border to inspection 
by a representative of the Department of Health. 


U. A. L. CHANGES 
The Steamship Mount Clay of the United American Lines has 
been converted into a cabin steamer. The reconditioning and 
refitting was done at Hamburg, from which port she makes her 
first sailing as a cabin ship. As remodeled, the Mount Clay 
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will carry 100 cabin passengers, and 800 third class passengers 
in rooms accommodating 2, 4, 6 and 8 persons. The Mount 
Clay is the former German steamship Prinz Eitel Fredrich, pur- 
chased from the Shipping Board by the Harriman Line in 1920. 
The United American Lines also announce that they will 
withdraw the liners Mount Carroll and Mount Clinton from their 
New York-Hamburg passenger service and will use them as 
freight boats. These vessels, which are 7,500 tons gross each, 
were originally designed as freighters but on account of the 
heavy immigrant travel just after the war they were fitted with 
temporary accommodations for é¢hird class passengers. 


INTERCOASTAL RATES PUBLISHED 


The Trafic World New York Bureau 


New intercoastal steamship rates, applying between Atlantic 
and Pacific ports for August and September, have been made 
available for publication. They represent an increase of ap- 
proximately 25 per cent, on the average, above the levels in 
force during the rate war of the last twelve months. A new 
tariff is now under consideration to succeed the present tempo- 
rary rates October 1. This will make a further slight increase. 
The most important rates now in effect are as follows: 


L.C.L. C.L. Minimum 
Ib 








Agricultural implements— - 
MED ondindarele co tivie hates baie eke sé piees oeec awe $1.15 $ .90 24,000 
TE Kacidiicahoeerw Er CctedeGbeewsreratend 1.35 1.05 24,000 
EE, bac.eweh  eddade os.0 Coats bwnebdewakes + ce ete 1.15 .80 24,000 
I sda. ds 41a o. 0%, 8 wees Rid wale RU 40 SI .95 -70 24,000 
SOU. GUD ais. we piwentnedowslcsis conte 1.10 -85 4, 
I SE aa, a iid. clad ble ose nsiers 00/06 eee Scielee 1.25 1.00 24,000 
Camay, VEIURTION WHTCIORSO,...cccccccccccccecces 1.50 anew A. Q. 
Candy— 
ee ee 1.50 maw A. Q. 
Valuation released to 25c per pound.......... 1.10 sali A. Q. 
Carpets, valuation released to $100 per 100 Ibs.. .25 1.00 20,000 
a era yee ees -60 -40 24,000 
I Was cin dete cccscodescese noses .65 -45 24,000 
Chinaware or earthenware— 
Valuation released to $20 per package........ 1.40 1.00 24,000 
Ro a eer 1.60 1.20 24,000 
a sarees Glade 6: Sige 4 Aiheln Do wees wakes 1.00 75 10,000 
ES Ne WL Dice ab ete ccc tnde veeeac es «cle culge's 2.50 wea A. @. 
SR SR NES TR Sart EE Ee OF Wpeds Tie Re I a eee ee a 1.20 eae A. Q. 
Tes CUCU GIN so civdicies-cosccctiecticcsdeede 1.20 95 10,000 
a i laa ahd ne Oia ar Qk 9 OW io ac an ¥) igi bona 4G 1.20 -90 i 
Electrical appliances, classed A in western clas’n. 1.40 .90 24,000 
Furniture, U. S. valuation unreleased............ oh 2.00 12,000 
Furniture, U. S. valuation released (as per tariff) ... 1.25 12,000 
Furniture, K. D., valuation unreleased........... wa 1.50 20,000 
Furniture, K. D., valuation released (as per tariff) ... 1.00 20,000 
ee, SP UUNE, GS Bleaecdetuvececécowencwaswus eae .80 20,000 
I I Sb hges edie KbisecaVecldee eller onenet vos 1.25 16,000 
Office furniture, valuation not released........... ote 1.50 12,000 
Office furniture, valuation released (as per tariff} ... 1.25 12,000 
EAA CHITENGIS, BIGWOR, ClO. .6 oo ccc ccccccccccssve 1.70 1.25 f 
Various low value glassware, small bottles, etc.. .85 -50 20,000 
Heavy glassware, valuation released to $50 per 
BE IY oi ik, sow a'e. gheretonaios wlele euniaieeie akin cuss wesemareiere 1.55 1.25 24,000 
Plate glass, owner’s risk breakage............... 1.40 1.00 24,000 
WE vivre cee vcen cows erewneresces 1.65 1.25 24,000 
Window glass, owner’s risk breakage............ .75 50 24,000 
EEE RD ae Ae Se iy Pe eee 1.05 -80 24,000 
ES EE cv otccccvertheecdcdsccesiooncsios -95 -70 24,000 
I, NO a bveccsiaes 64 cescks duidea wide Jevicess .80 .55 24,000 
Iron and steel as previous announcements. 
hc ai las al eve apse ace ana iho aie.) 6:9 ahs) 63 1.30 1.05 10,000 
IE nig'o-4.b'e ec cteves pew tiecde get deca Cacne 1.15 75 24,000 
BETES EIT ee i ee ow ee ee ee ae 1.00 075 24,000 
ES EEE eT ene ee nee ee iota -40 24,000 
Ee carers si ae biiialb ekine te + 64 neem ae oom wate 1.00 20,000 
EINE on. Bain dbs S6b eer edsscceseccnes ens -90 24, 
EL NEE, airs Crew a Gb SalddeddsPestoe ete viable oueaeleatsiels -80 -50 24,000 
EN a daldic Gens agiaie ddeidic 4o ses ome necuee ances -90 -65 24,000 
I ca il ah ade da an ROR RR Aare eee aioe mone 65 24,000 
Toilet paper eee 15 24,000 
NN ula his SIN Ks 6 6acd bc wile ablbla-« pbie'n obi Sd.eldssileSiow , 1.00 12,000 
IN oi cncacs ei Mae RENE RE Cae eNiely Swe en 2.00 eles A. Q. 
I a aaa aes dies nl lll Oar aseeigh alas anaraNese- 660 eseiieerereturete -75 -50 24,000 
= Sa eS ee eee eres 1.30 .90 24,000 
I oo SOU SC anere beens cha Gia smn oeetoaede 1.40 1.00 24,000 
ED SOE IIL «<0 ba arde «a eeldinnie s 6ae~ eeweeanw 1.50 1.25 24,000 
REESE a pre Pee 1.25 1.00 24,000 
EE GED cexie bob b4W eee ene eWoewserndbees 1.60 + 1.20 24,000 
I Sd iG abs. a eik  c artwra daw ie GAS wc o> oc beeeAS 1.25 .85 24,000 
NE ete Cr eieicin Bebe CARE HERE Wem ERE RCM ees 1.60 1.35 10,000 
I SN Soir 2 6:0. 6 6.050, 6106), 6:0 Serene Sie. 0.000 HGS -80 -50 24,000 
Ci No o oc 6 aw cee ew eb eedecmn ne .85 -50 24, 
TINS oa debs cd sie cides HO bine CO He Hashes 1.50 1.25 15,000 


Under the existing tariff, steamship lines having sailings at 
not less frequent intervals than two weeks are allowed a flexible 
differential of three to five cents a hundred pounds on com- 
modities taking a rate of 55 cents and upward. This differential 
is as follows: 


If rate is Differential Net rate If rate is Differential Net rate 
-55 .03 -52 .00 .05 -95 
.60 .03 -57 1.05 -05% 99% 
-65 03% 61% 1.10 0544 1.04% 
-70 .03% 66% 1.15 -06 1.09 
-75 .04 -71 1.20 .06 1.14 
.80 .04 -76 1.25 06% 1.18% 
.85 044% .801 1.30 06% 1.28% 
-90 04% -85 1.35 .07 1.28 

95 -05 .90 1.40 .07 1.33 
1.45 07% 1.37 


1.50 07% 1.42 

Note 2.—On all rates higher 
than $1.50 per 100 pounds the 
ties taking a rate of less than maximum differential of 7% 
55 cents per 100 pounds, or on cents per 100 only will be al- 
certain iron and steel articles. lowed, 


Note 1.—No differential allow- 
ance will.be made on commodi- 
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GOVERNORS UPHOLD PORT PLANS 


The Trafic World New York Bureay 


Plans of the Port of New York Authority for development 
of harbor facilities, which involves a fight against the pro- 
posed consolidation of the New York Central and Central Rail- 
road of New Jersey, were approved this week by Governor Smith 
of New York and Governor Silzer of New Jersey. In a formal 
statement following an inspection of the harbor, the two gov- 
ernors said that the proceedings now under way before the 
Interstate Commerce Commission were proceeding rapidly and 
that the result would be an improvement in the business of the 
port as well as a lessening of the cost of operation. 

The governors gave their official approval to the work of the 
Port Authority without specifically endorsing the so-called ‘“‘com- 
prehensive plan.” An important feature of the statement was 
that the governors took the side of the Port Authority in the 
matter of building vehicular tunnels and against the policies 
of Mayor Hylan of New York. Their action is taken to mean 
that legislation to authorize the tunnels will be recommended to 
the legislatures of the two states. 


LUCKENBACH SUES UNITED STATES 


The Trafic World Washington Bureau 


The Luckenbach Steamship Company, Inc., has filed suit in 
the United States Court of Claims, asking judgment for $23, 
093,443.65, against the United States, because of alleged damages 
and losses resulting from requisition by the United States 
Shipping Board Emergency Fleet Corporation of four vessels, 
under construction by the Sun Shipbuilding Company of Phil- 
adelphia. The Fleet Corporation requisitioned all ships under 
construction in the Sun yards, as of August 3, 1917, as a war 
measure. 

In 1916, the Luckenbach company said in its petition, it 
contracted with the Sun company for the construction of four 
vessels for a total price of $5,696,668. It said if the vessels 
had been completed as of August 3, 1917, when the seizure was 
made, a fair and reasonable contract price for them would have 
been $16,842,000. With interest and other charges the company 
submitted that its total claim was $23,093,443.65. 

The requisition claims committee of the Fleet Corporation 
awarded the Luckenbach company $383,090.80 on account of the 
requisitioning of the vessels. The company, however, elected to 
accept only 75 per cent of the award and sue for the remainder 
it claimed to be due. It was permitted to do this under the 
procedure adopted for handling such claims. 


FUTURE SHIP RATES IMPROVE 


The Trafic World New York Bureau 


While the ship charter market was dull during the week, 
with few changes in rates, the strengthening in future contracts 
was an indication of the better tone that is expected in the fall, 
when crops begin moving more heavily and the closing of the 
St. Lawrence season approaches. 

Several grain charters were closed at advances of two to 
three cents for 100 pounds for October loading from Montreal to 
Mediterranean ports. This was regarded as evidence that 
shippers do not expect to get future space at current rates and 
prefer to cover commitments rather than take a chance on later 
developments. The last quarter generally shows an increase in 
business. This was true of last year when shippers paid 20 to 
23 cents a 100 pounds for vessels in the last half of October 
and November, compared with current figures of 16 to 17 cents, 
according to Funch, Edye & Co. 

No signs of a general improvement in trade were in sight 
last week. Lack of demand for ships was due to the depression 
in foreign commerce as a result of the uncertain economic and 
political outlook in Europe. 

Five steamers were chartered to continental ports for load- 
ing with coal during August at $2.10 to $2.20 a ton. While no 
ships were fixed to Italy, one inquiry was reported at $2.85 to 
$2.90 a ton, a decrease of 20 to 25 cents from previous fixtures. 
One charter was reported to Rio at $3.50 a ton for August shiD- 
ment, and a small amount of coke was booked to Chile at $4.00 4 
ton for August. Coal traffic from Norfolk and Baltimore to St. 
Lawrence ports practically ceased as a consequence of the end 
of the miners’ strike at Cape Breton. ’ 

In the grain market several fixtures were reported for shiD- 
ment from the St. Lawrence to the Mediterranean at 16% cents 
for August, 17 cents for September, and 18% to 19 cents for 
October. While business. from Atlantic ports was dull, shippers 
made inquiries for October and November loading at 16 to 17 
cents per 100 pounds. 


MARITIME LAW IN CANADIAN PORTS 
A decision, which he said was regarded as having estab- 
lished a precedent in the application of the marine law 1 
Canada, was reported to the Department of Commerce by Consul 
H. Merle Cochran, stationed at Montreal, as follows: 
A local judge in the admiralty division of the Exchequer Court 
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of Canada for the Quebec Admiralty, District on July 4 held that 
ne had jurisdiction to hear a claim brought by a stevedoring con- 
tractor against a British steamship for wages in connection with the 
stowing of grain on board the vessel while in the port of Mon- 
treal last year. The owners contended that the law did not provide 
for admiralty action in stevedoring claims. ; 

The court ruled that the Colonial Courts of Admiralty Acts 
of 1890 and 1891, which were imperial statutes, gave the Exchequer 
Court, at a court of admiralty in Canada, the same jurisdiction as 
that of the High Court of England. It was admitted that the juris- 
diction given under these acts did not extend to a claim such as 
formed the basis of the the present action, but it was maintained that 
the imperial statute of 1911, entitled, ‘“The Merchant Shipping Act, 
applied to Canada. This statute enlarged the remedies of persons 
having claim for work done in connection with the stowing or dis- 
charging of ships’ cargoes or the trimming of coal on board ships, 
and gave jurisdiction to all courts having jurisdiction in admiralty. 
The defendant’s motion to dismiss the action was rejected with costs. 


MARINE CONGRESS TO BE HELD 


The Trafic World New York Bureau 


Plans for the American Marine Congress, to be held in New 
York in connection with the annual convention of the American 
Marine Association on November 5 to 10, are advancing rapidly. 
Officials of the congress report that forty-six associations, repre- 
senting all parts of the country, have already indicated their 
acceptance of invitations and have appointed delegates or com- 
mittees. Replies are expected shortly from others. Invitations 
have been sent by request to 122 commercial organizations in 
Louisiana alone. The list of the concerns which will participate 
includes chambers of commerce, traffic clubs, pilot associations, 
marine clubs, transportation groups and a number of nautical 
societies. 

The congress will have for its purpose, among other mat- 
ters, an increase in the competitive capacity of American ships. 
A general, nation-wide policy is to be discussed and adopted. 
The intention of all committees is to approach the question with- 
out prejudice and to seek the co-operation of all interests in de- 
veloping a plan which will be satisfactory to all industries con- 
cerned with the merchant marine. An effort will be made to bar 
issues of a controversial or partisan nature and to prepare a 
program that can be presented to Congress in Washington with 
a good chance for success. 


SHIPPING BOARD AFFAIRS 


Commissioner O’Connor, of the Shipping Board, said this 
week the report of the committee which made a survey of the 
board’s fleet to determine the status of each vessel and what 
vessels should be scrapped probably would be submitted to 
the board next week. He said the report would contain recom- 
mendations as to what the board should do. Commissioners 
O’Connor and Lissner, who made a survey of the New York 
offices of the board, also will submit a report to the board cover- 
ing their investigation. 

Asked regarding possible sales of ships, Chairman Farley 
said Gale Carter, of the Pacific Mail, had conferred with Com- 
missioner Lissner in New York last week with reference to 
that line’s bid for Shipping Board vessels, and that Stanley 
Dollar, of the Admiral-Oriental line, had sent word he was 
ready to come east to discuss the possible purchase of ships. 


GRAIN TRADE INQUIRY 


The Trafic World Ottawa Bureau 
The Royal Commission now conducting an inquiry into the 
grain trade in western Canada summoned an official of the 
Canadian Pacific Railway as a witness and asked him the fol- 
lowing questions: “Will the movement of grain via the Pacific 
coast continue to grow, and at what rate? If additional stor- 
age facilities are required for this western movement, should 
such facilities be supplied at the coast or at interior points?” 
To these questions the reply was made that grain, like any 
other article of trade, will follow the line of least resistance 
and it is obvious that the westbound movement will increase, 
depending on the relative ease and security with which ex- 
porters may make contracts for the water movement to the 
‘United Kingdom and Europe; second, additional transfer and 
storage facilities in connection with this movement are neces- 
Sary. It was stated that there should be an immediate exten- 
sion of the facilities at the coast; as to the location of further 
additional storage, that was a matter on which the trade rather 
than the transportation companies should advise. 


CANADIAN GRAIN SHIPMENT 


The Trafic World Ottawa Bureau 

Shipping men say that the effect of the new freight rate 
tegulations (Traffic World, June 30, p. 1555, and July 7, p. 36) 
ls to divert practically all shipments of Canadian grain from 
American to Canadian ports, and that this will continue until 
American ports will be receiving only “leavings.” Among the 
Teasons given from the other side of the line is one to the effect 
that the loss is due to the fact that United States shipowners 
tefuse to publish the terms of their charters, as the new regu- 
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lations require, and are not seeking cargoes at Canadian lake 
ports. 





Chicago ship brokers and grain merchants are not inclined 
to view with alarm the effect of the recent Canadian legislation 
affecting the shipment of grain on the Great Lakes. They re- 
gard the legislation as something that it will be practically im- 
possible to enforce under the stress of circumstances when the 
crop begins to move this fall and expect to see the law repealed 
or set aside-on the claim of the Canadian farmers that it inter- 
feres with the movement of their crop. 

he Canadian fleet, they point out, has never had capacity 
sufficient to move more than 35 per cent of the Canadian crop 
in a normal year, and a record-breaking crop is expected this 
fall. American ships, they say, will stay out of the Canadian 
movement rather than go into Canadian ports, under the new 
law, and establish the precedent of publishing their tariffs. 
There will be plenty of American business with the large move- 
ment that is expected this year and they say it would have to 
be a very lean year before any American shipowner would sub- 
mit to publication of tariffs in order to get Canadian business. 

“With the so-called ‘leavings’ amounting to the greater 
part of this year’s Canadian crop,” said one ship broker, “it 
looks as if the Canadian farmer would face the choice of leaving 
most of the crop waiting in the Canadian ports until such time 
as the small capacity of the Canadian fleet can care for it, or 
repealing the law so that American bottoms will engage in the 
trade.” 

The situation arises, according to Chicago shipping men, 
out of the fact that the Canadian fleet, having no great amount 
of Canadian business other than grain movement in the fall, 
cannot live on the grain trade alone and compete with American 
ships which are supported by the heavy movement of other lake 
commodities the rest of the year. As a result, with the Cana- 
dian coasting laws excluding American ships from movements 
between Canadian points, Canadian rates have been bid up to 
high levels, as compared with American rates, in the period 
when the crop movement was under way. The present legisla- 
tion was precipitated as a result of an investigation following 
such a bidding up of rates last year. 

It is pointed out, however, that, while the new law requires 
publication of tariffs, it does not prevent the publication of two 
or three new tariffs every, day if the shipowner so desires. 
While the law gives the government the power to suspend the 
coasting laws and thus permit the American ships which have 
always moved more than 65 per cent of the crop to engage in 
the Canadian grain movement, it is not believed that any Ameri- 
can shipping will seek to engage in the trade until the provisions 
requiring publication of rates are done away with. 


PANAMA CANAL BREAKS TWO RECORDS 


A radiogram has been received by the War Department from 
Colonel Morrow, governor of the Panama Canal, reading as fol- 
lows: 


_ Month July, 474 commercial transits for $2,124,410.32 tolls, also 
nine launches for $18.25. New record. First month tolls to exceed 


$2,000,000. 

The following table shows the number of commercial ves- 
sels passing through the Canal during the past six months, com- 
pared with the corresponding six months of 1922: 


No. of vessels Tolls collected 
Month 1923 1922 23 1922 
DM essee sc Sth se oeecee 326 212 $ 1,426,954.21 $ 866,266.18 
ee Se ee ee 409 234 1,827,718.44 956,726.76 
PES aay ee oe 404 230 1,878,938.15 953,256.11 
WN cbs dicclns-ctatace enter 419 243 1,972,216.04 1,015.057.37 
Eee OU antares 417 228 1,898,043.80 932,290.42 
DOE ELIE C ATER Sirle a BE Bae Te 474 251 2,124,410.32 1,094,127.42 
WOME Sse cte ccna ee 2,449 1,398 $11,125,280.96 $5,817,724.26 





REPORTS OF ACCIDENTS IN CANADA 


The Canadian Board of Railway Commissioners has re- 
quested railway companies to submit their views as to what 
amendments should be made to its general order 361 for the 
purpose of dispensing with the necessity of reporting minor 
accidents. Section 285 of the railway act, provides that (1) 
Every company shall report every accident whereby there has 
been injury to any person or damage to the railway so as to 
render it unfit for immediate use; but (2) the board may de- 
clare the manner in which such information and notice shall be 
given and the class of accidents to which the section shall 
apply. 


NEWFOUNDLAND GOVERNMENT BUYS ROAD 


The Newfoundland government has passed an act taking 
over the Newfoundland Railway from the Reid-Newfoundland 
Company, thus ending negotiations that had been going on for 
several years. The government pays the company $2,000,000 
in 5% per cent bonds and enters into full possession of the 
property, which it will manage, probably by a commission, The 
property taken over includes the railway, which crosses the is- 
land from Port-aux-Basques to St. Johns, the telegraph, express 
company, steamships, and drydocks. 
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CANADIAN RAILWAY REVENUES 
The Trafic World Ottawa Bureau 


The statement of railway operating revenues, expenses, 
and other statistics for April shows that the Canadian railways 
had a better month than in March, and also shows an im- 
provement over April last year. Freight revenue was $6,139,- 
676 better than last year and passenger revenue also showed 
an increase. Total operating revenues showed an increase of 
$6,256,744 or 21 per cent over last year, while for the month 
there was an increase of $1,518,175 over March. Total operat- 
ing expenses were $3,537,935 for the month, or 12.6 per cent 
more than April, 1922, but $479,492 less than March. The net 
earnings for April were $4,034,686 compared with $1,315,876 
last year. The operating ratio for April, 1923, was 88.66 com- 
pared with 95.51 for April, 1922, and 94.30 for March, 1923. 

Freight tonnage and ton mileage showed a decided in- 
crease, there being 2,137 ton miles of freight handled per mile 
of road per day as compared with 1,485 in April, 1922. Train 
mileage showed an increase in the average carload of from 
22.6 to 24.7 tons and in the average revenue train-load from 
453.6 tons to 498.7 tons. The number of revenue passengers car- 
ried one mile increased from 194,981,750 last year to 200,564,813, 
and the tons of revenue freight carried one mile from 1,728,754,- 
393 to 2,488,869,280. 

The Canadian National showed an increase of 64 per cent 
in freight traffic. There were increases in average freight car 
loading from 22.3 tons in April, 1922, to 26.1 tons in 1923; and 
in average revenue freight train loading from 410.4 tons in 
April, 1922, to 505.9 tons in 1923. The gross earnings of the 
Canadian National Railways exclusive of the Central Vermont 
showed gross earnings of $20,992,772, an increase of $2,499,462 
over last year. Operating expenses were $19,092,414, or $1,574,- 
337 more than last year, but net earnings were $25,126 greater. 
For the first five months of the year gross earnings were $96,- 
303,524, or $12,041,605 more than April, 1922. Operating ex- 
penses were $95,911,764, or $8,847,560 increase, the net earnings 
being $391,761 as compared with an operating deficit last year 
of $2,802,185. 

The Canadian Pacific had an increase of $1,036,104, or 8.3 
per cent, in gross earnings, while operating expenses increased 
$934,609, or 8.6 per cent, the operating ratio increasing from 
87.38 last year to 87.59. Freight traffic increased 20.7 per cent 
and freight revenues increased $1,148,957, or 13.9 per cent, 
while passenger traffic showed a slight decrease. The average 
receipts per ton mile decreased from 1.182 cents to 1.115 cents 
which, with a reduction of 43.5 net tons of revenue freight per 
train, showed a decrease in average revenue per train mile 
of from $6.14 to $5.30. 

Both gross and net earnings of the Canadian Pacific for 
June were the greatest of the year to date. Net showed an 
increase over 1922 and left the road only a little over a quarter 
of a million behind the first six months of last year as regards 
net profits. Gross earnings for June have exceeded last month’s 
total only once (in 1920) but, outside of 1922, net earnings are 
the lowest for any June in many years. The gross for the 
month of June was $14,943,918, as compared with $13,810,447, 
an increase of $1,133,470. Working expenses were $12,521,917, 
compared with $11,448,134, an increase of $1,073,783. This 
left net profits at $2,422,000, as compared with $2,362,313, an 
increase of $59,687 

Gross earnings of the Canadian National for the week end- 
ing July 31 were $6,877,280, an increase of $769,614, or 13 per 
cent, as compared with the corresponding period last year. 
Canadian Pacific gross for the same period were $5,004,000, an 
increase of $408,000. Gross of the Canadian National for the 
seven months increased $15,877,541.18. 


GRAND TRUNK RAILWAY REPORT 


The Trafic World Ottawa Bureau 
The report of the Grand Trunk Railway directors for 1922 
has been issued, as follows: 


{ 
INCOME ACCOUNT 
1922 


922 1921 
GROPETIEN POVOMUGE. «occ cccccccccosives $77,700,019.23 $76,858,032.27 
OGOrTATING CEPSTBS. 2... cccccccsvcccess 70,317,813.45 71,179,292.80 
Net operating revenue.........c.eeeee 7,382,205.78 5,678,739.47 
EE CUD vs wire Conicarecstts 0a eee eeuy 1,200,287.20 1,325,577.28 

6,181,918.58 4,353,162.19 
Eauipment and joint facility rents, 

MMOD a odiare- casies cas kerneeaae stale 3,083,932.71 2,475,151.74 
Ot. GDSTALINE INCOME. «2.00 cecvcccesees 9,265,851.29 6,828,313.93 
Non-operating income ..............6:. 5,347,824.66 5,691,456.86 
iii ce tinsie stan’ ered ee 14,613,675.95 12,519,770.79 
Deductions from gross income........ 23,025,409.98 


26,584,213.15 
Net income transferred to Profit and 
NN aE chin cere cee. re) cues dretedly on ue oetienreca sek 8,411,734.03 14,064,442.36 
The operating revenues were $77,700,019, an increase over 
1921 of 1.10 per cent. Revenue from freight traffic amounted 
to $55,561,067, an increase of 4.28 per cent. Revenue tons car- 
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ried were 23,675,475, an increase of 9.16 per cent. Revenue 
tons carried one mile were 4,561,145,848, an increase of 12.55 per 
cent. Average haul per revenue ton, 192.65 miles, an increase 
of 3.10 per cent. Freight revenue per ton mile, $5.59, a decrease 
of 0.53 per cent Average revenue per ton, $2.38902, a decrease 
of 4.47 per cent Revenue from passenger traffic was $14,342,003, 
a decrease of 7.53 per cent. Number of passengers carried was 
10,998,246, a decrease of 5.27 per cent. Average revenue per 
passenger was $1.30403, a decrease of 2.39 per cent. Average 
revenue per passenger mile, $0.2854, a decrease of 5.94 per 
cent; and average distance per passenger, 45.53 miles, an in- 
crease of 3.78 per cent. 

Revenue from mails was $1,212,433, an increase of 6.94 per 
cent; and from express, $2,883,700, a decrease of 12.22 per cent; 
and from dining and buffet cars $325,003, a decrease of 0.93 per 
cent. 

Operating expenses amounted to $70,317,813, a decrease of 
1.21 per cent. Maintenance of way and structures decreased 
$2,122,092 or 16.50 per cent; maintenance of equipment in- 
creased $2,982,817 or 16.75 per cent. Traffic expenses increased 
$232,023, or 14.65 per cent; transportation expenses decreased 


$1,554,149, or 4.37 per cent. Average loaded cars per freight 


train mile were 22.49, an increase of 14.51 per cent; average 
empty cars per freight train mile, 10.38, a decrease of 8.22 per 
cent average total cars per freight train mile, 32.87, an increase 
of 6.20 per cent. Average load per loaded freight car mile 
amounted to 20.88 tons, a decrease of 6.20 per cent; average 
load per freight train mile was 450.83 tons, an increase of 7.46 
per cent. General expenses decreased $343,433 or 11.83 per 
cent 

There were 28,869 employes on the pay-roll as compared 
with 29,128 for the previous year and the total of wages was 
$42,915,246.42 as compared with $45,865,171.10. 


REVISION OF CANADIAN RATES 


Speaking in Cape Breton a few days ago Hon E. M. Mc- 
Donald, a member of the government, announced that a re- 
vision of freight rates on the Canadian National Railways had 
been prepared and was awaiting the return of Sir Henry Thorn- 
ton to be put into effect. He intimated that there would be a 
general reduction in rates affecting local traffic between On- 
tario and the Maritime Provinces and the differentials would 
be brought down to a more equitable footing. 


GRADE CROSSING RULING 


An application to establish a grade crossing at Greene Ave- 
nue, Montreal, though supported by the city, has been rejected 
by the Board of Railway Commissioners Hon. F. B. Carvell, 
chief commissioner, said: 


I realize that the application was supported by the city of 
Montreal and by many prominent people of that city, including mem- 
bers of Parliament; but when I realize that Parliament has for 
many years granted to this board the sum of $200,000 annually for 
the purpose of eliminating level crossings existing prior to 1909, I 
do not think this board is justified in opening up other level cross- 
ings, especially in such a conjested area as this location, for the 
purpose of granting the small relief which the opening of this street 
would afford. 


TRANSPORTATION OF HARVESTERS 


The Trafic World Ottawa Bureau 


The Canadian railways have made extensive plans for han- 
dling the unusually large number of harvesters required for 
the gathering of this year’s crop. Over sixty thousand men 
will have to be transported to the prairie provinces in the next 
few weeks. Special ticket offices are being provided at differ- 
ent points with a small army of ticket sellers to book the work- 
ers to all parts of the prairies with the least possible delay, 
Winnipeg being the distributing point. From the second to the 
last week of August there will be a continuous stream of pas- 
sengers going through Winnipeg, where they are sent through 
to their destination. The railways work in conjunction with 
the government labor bureau, and the labor position of any part 
of the west can be ascertained at a glance. The excursions 
will probably extend into September. 


BOARD HEARS RATE CASE 


The Canadian Board of Railway Commissioners, sitting at 
Winnipeg, heard the complaint of the Transcona Ratepayers’ 
Association against the accommodation, service, and fares 
charged between Transcona and Winnipeg. The Commission 
pointed out that it had no power to order commutation rates 
unless it were proved that there was discrimination, which was 
not alleged, and said the railway was within its rights in giving 
employes and their families cheaper rates. 


CANADIAN CAR SUPPLY 


The Railway Association of Canada says that, July 1, there 
were 201,741 freight cars on Canadian lines, of which 15,451 
were in bad order. The actual bad order percentage was 7.6 
compared with 7.7 at the first of June. A shortage of 750 cars 
was reported compared with 350 June 1 and 1,360 May 1. 
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NEW RAILWAY FEDERATION 


The Trafic World Ottawa Bureau 


Officers of the Grand Trunk and Canadian National Rail- 
ways recently met at Montreal for the purpose of closing up the 
business of the Grand Trunk System Federation and providing 
a new federation to take its place. One hundred and twenty- 
five delegates were present, representing both roads. The new 
pody formed will be known as the Canadian National Railways 
Federation. 

Amalgamation of the sixteen standard railway organiza- 
tions was favored in one resolution and officers were instructed 
to take the matter up with the executive of the Railway Em- 
ployes Department of the American Federation of Labor to 
bring about a meeting looking to this realization. The sixteen 
standard organizations are those on the railways of the United 
States and Canada recognized by the American Federation of 
Labor. Opposition was voiced in another resolution against the 
“farming out” of engines and cars under construction, and it 
was agreed to approach the Canadian National administration 
on the matter. 

In another resolution opposition was registered against the 
present piece-work and contract-bonus system in operation on 
the old Grand Trunk Railway section of the Canadian National 
Railways, the company to be asked for its abrogation. 


RAIL WAGES VS. COST OF LIVING 


The Bureau of Railway Economics has issued a new com- 
parison of railway employe earnings with the cost of living 
showing that, in April, 1923, the average annual actual com- 
pensation was $1,591, which was 196 per cent of the average 
annual actual compensation in 1915, while in June, 1923, the 
cost of living was 164.8 per cent in comparison with the 100 
per cent base of December, 1914. The figures apply to Class I 
carriers’ employes, excluding officers. The table prepared by 
the Bureau follows: 





Compensation (Excluding Officers) 





Annual Hourly 
Period Actual Relative Actual Relative 
Wineal YOO; LOGS: <.006sccvecies $ 810.52 100 $0.261 100 
Pisce VOOr, WOEG ..06.0.00:00:0-00 831.02 103 .267 102 
Calendar year, 1916 «<2... 868.46 107 .276 106 
Calendar ‘year, TOIT ...cceees 981.16 121 -318 120 
Calendar year, WIS occ ccece 1,398.88 173 .463 177 
Calendar year, 1919 .......<- 1,461.42 180 .557 213 
Calendar year, 1920 ......... 1,798.71 221 -667 256 
ee ae 1,582.55 195 .588 225 
Snd Quarter, 1920 ...cccccseecs 1,794.04 221 .664 254 
Sra Guarter, 1920 ..c.cscccecse 1,914.46 236 .699 268 
Sth Querter, FOZ0! o.00.06 0 vcescic 1,869.00 231 otk 272 
eS A | eee 1,779.09 219 -709 272 
Sd GBPS, TSSL oo cccccccccs 1,751.81 216 .696 267 
(| ES ee en B 187 .631 242 
NINE I 0504 Lo ooiiaess rela, 4 arbswi obs R is 193 -621 238 
September, 1921 : 192 .625 239 
I, FOE co ciccc veccet eeece s 193 .622 238 
November, 1921 55 191 .630 241 
December, 1921 ... ‘ 3 187 -630 241 
re i 188 -635 243 
February, 1922 ,603. 198 .649 249 
on ree 592. 197 .628 241 
Pree rn cer a 189 -629 241 
_ a ere rer ,035. 189 -620 238 
RENNIN, - UNE yy 5) wid nv 010 a ee ela ieiesete ; 195 -621 238 
NE. (IL. Souecasb naib larhiocelavernca eeu : 187 .595 228 
EE are ee ; 201 .590 226 
September, 1922 .668.4§ 206 .606 232 
Ae re i 202 603 231 
November, 1922 f 202 .614 235 
December, 1922 197 -620 238 
ae 200 -615 236 
February, 1923 ,648.9% 203 .629 241 
ee. ee 201 .609 233 
PRET SOE: acess oes tow senna 196 611 234 
COST OF LIVING 
Month Relativ Month Relative Month Relative 
Dec., ot aa 100.0 | Dec., eee 193.5 | Mar., a 162.0 
Dec., po ae 102.0 | June, :- eee 210.2 | June, 
Dec., ee 114.9 | Dec., i 194.6 | Sept., 
Dec., | rr 138.3 | May, ee 175.1 | Dec., 
Dec., ee 169.3 |Sept., 1921...... 172.1 | Mar., 
June, a 172.1 | Dec., P| nee 169.2 |! June, 








CLASSIFICATION OF OFFICIALS 


The Trafic World Washington Bureau 


On petition of the American Train Dispatchers’ Associa- 
tion, the commission has reopened, for further hearing, Ex 
Parte 72, in the matter of regulations designating the class of 
Officials that are to be included within the term “subordinate 
Officials,’ under title III of the transportation act, 1920. The 
order was entered “to determine upon the advisability of modi- 
fying or supplementing the regulations designating the class of 
ae that are to be included within the term ‘subordinate 
0 cial’.” 

In its petition the dispatchers’ association charged that the 
Railroad Labor Board, in decision No. 1830, had usurped to itself 
the exclusive power conferred by Congress on the Commission 
to classify employes and officials of the railroads by retitling 
assistant chief dispatchers as night chief dispatchers and thus 
removing them from the classification of subordinate officials. 
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The petitioner pointed out that the Commission had ruled 
that subordinate officials should include train dispatchers and 
that that class was defined as follows: “This class shall include 
chief, assistant chief, trick, relief and extra dispatchers, ex- 
cepting only chief dispatchers who are vested substantially with 
the authority of superintendent or assistant superintendent.” 

The association asked that the Commission reopen the pro- 
ceeding and definitely establish the status of the dispatchers. 


EMPLOYES’ ELECTION ORDERED 


An order for an election among the employes of the mainte- 
nance of way department of the New York, New Haven & Hart- 
ford, in order to determine who shall represent the workmen, 
has been ordered by the Labor Board in its decision No. 1958. 
The carrier has taken the position that they are represented by 
an association formed following the refusal of the United Broth- 
erhood of Maintenance of Way Employes and Railway Shop 
Laborers to sign an agreement involving track foremen and em- 
ployes in the bridge and building departments. 


BOARD CONDEMNS ERIE 


A reiterated condemnation of the Erie for “knowingly and 
willfully persisting in violation of the board’s decisions” has 
been made by the Labor Board in five consecutive decisions, 
Nos. 1959 to 1963, inclusive. ‘The first two censure the carrier 
for failure to observe wage regulations fixed by the board for 
dining car conductors and train dispatchers. The last three 
cover the violation of three decisions of the board having to 
do with contracting out work and reduction of wage scales with- 
out the consent of the board. The complaints were filed by 
the American Federation of Railroad Workers and follow the 
action of the carrier in contracting certain maintenance and 
other work to outside companies. A previous decision, No. 1920, 
also condemned the Erie for its action in this matter. 


PARCEL POST ORDERS 


W. Irving Glover, third assistant Postmaster General, has 
issued the following with respect to the make-up and dispatch 
of insured parcels for Canada: 


The instructions concerning insured mail for Canada appear- 
ing in the third paragraph under “Billing and dispatch,” printed 
on page 24 of the March, 1923, Postal Guide, are modified to read 
as follows: 

“Insured parcels for Canada shall be given the same dispatch, 
without billing, as ordinary parcels for Canada, except that those 
United States postmasters and railway postal clerks who dispatch 
registered mail in rotary-locked pouches or in registry lead-sealed 
sacks for Canadian exchange post offices where a customs official 
is located, shall include insured parcels in the rotary-locked 
rouches or registry lead-sealed sacks when space is available 
therein, but shall not use additional registry pouches or sacks 
solely for insured parcels. Insured parcels dispatched in rotary- 
locked pouches or lead-sealed registry sacks shall be listed on a 
eparate bill, in bulk, simply as ‘ insured parcels.’ The bill 
shall also show the number of the rotary lock or the number of 
the lead-sealed sack. It is intended that advantage shall be 
taken only of existing rotary-locked pouches or lead-sealed regis- 
try dispatches to Canadian exchange offices where customs offi- 
cials are located, and not that new dispatches in rotary-locked 
pounches or lead-sealed registry sacks separate from the ordinary 
mail shall be established for insured mail only.” 





Paul Henderson, second assisstant Postmaster General, has 
issued the following with respect to parcel post for Russia: 

Referring to section 204 on page 183 of the annual Postal 
Guide for 1923, postmasters are directed to require each parcel-post 
package for Russia in Europe and Russia in Asia to bear an in- 
dorsement on the wrapper thereof or on a paster affixed thereto, 
showing the disposition which shall be made of the parcel in case 


it is undeliverable as originally addressed, such indorsement to be 
in one of the three following forms: 


(a) If undeliverable as addressed, deliver to 


i 


(b) If undeliverable, return to sender. oN eee eh 
(c) If undeliverable, abandon. 


Parcels returned to the sender will be subject to all charges 
due for such return. 


Postmasters are directed to see to it that every parcel for Rus- 
sia in Europe and Russia in Asia is marked by the sender in ac- 
cordance with the foregoing. 


USE OF DECKLESS LOCOMOTIVES 

The Board of Railway Commissioners has issued a circu- 
lar (following a resolution submitted by the legislative repre- 
sentatives of the Brotherhood of Locomotive Engineers and 
the Brotherhood of Locomotive Firemen and Enginemen) rul- 
ing that no more deckless locomotives shall be put into ser- 
vice on railways under the board’s jurisdiction, except on ap- 
plication and approval, and that such locomotives as are now 
in road service shall be worked into switching service as op- 
portunity offers. In response to this the Railway Association 
of Canada says that such engines are no longer being ordered 
and those on hand are being turned into switching service. 


ORDER COAL NOW 


The Railway Association of Canada has issued a circular 
calling attention to the necessity of ordering next winter’s coal 
supply now. It says: 
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Central Canada is, of course, completely dependent on the Amer- 
ican coal fields for fuel; but, worse than that, she is completely de- 
pendent on heavily burdened foreign railways to get that coal into 
cars and to get those cars away when loaded. The miners may 
strike again. Production may fall again. American home demand 
may increase again. There may be no coal; and even if the coal 
is ready to be shipped, cars to ship it may be short next fall and 
winter. If cars are available they will have to wait for the oppor- 
tunity to be loaded; loaded, they may have to wait for engines to 
draw them away. On the road they will face heavy traffic move- 
ment, snowstorms, snow-plugged terminals and all the difficulties of 
fall and winter railway operation. But the Canadian who orders his 
coal today and takes delivery today can be almost sure of getting his 
order filled, loaded, moved and delivered. The United States railways 
have on their side cars, power, and summer operating conditions. 
Coal handling can be accomplished quickly and easily today, which 
later on will be many times as difficult. Estimate your needs at 


once. Order at once. 
This is accompanied by a diagram showing the annual 
coal consumption of Canada, domestic and imported. 


JOINT MINE INJUNCTION 


A permanent injunction has been granted by the statutory 
court, sitting at Richmond, Va., in equity No. 1276, The New 
River Company and Others vs. the Chesapeake & Ohio, the 
Virginian, the United States and the Interstate Commerce Com- 
mission, in what is krownr as the joint mine case. The injunc- 
tion forbids the defendants to do anything to bring into opera- 
tion the rule which would restrict the rating of a joint mine for 
receiving cars to the terms or provisions of rule No. 4 of Cir- 
cular CS 31 (revised), the substance of which rule was found 
reasonable by the Commission in its decision in Fairmont & 
Cleveland Coal Co. vs. Baltimore & Ohio, 62 I. C. C. 629. The 
Commission never issued an order in that case, which was a 
reversal of its decision In re Irregularities in Mine Ratings, 25 
I. C. C. 286, commonly called the Illinois Case. In that case 
it established the so-called 150 per cent rule. That rule the 
Railroad Administration abolished during the period of govern- 
ment control, substituting for it the 100 per cent rule carried in 
CS 31 (revised), Rule 4. 

No mandate or order has been issued by the three judge 
court, The attorneys in the case, however, have suggested an 
order to be issued by it, which, if adopted, will enjoin the Com- 
mission from doing anything to put into effect the finding it 
made in the Fairmont & Cleveland case. The injunction was 
sued out by the New River Company and six subsidaries thereof 
to prevent the Chesapeake & Ohio or Virginian taking any steps 
to put into effect the 100 per cent rule approved in the Fairmont 
& Cleveland case. The Commission moved to dismiss the bill 
asking for a restraining order on the ground that what it had 
done in the case amounted to no more than a negative order, 
and, therefore, subject to the rule in the Procter & Gamble case 
on the subject of negative orders. 

The court, however, said this was a case in which it had 
to deal with the substance and not the form of a matter. It 
said the railroads understood the Commission’s decision in the 
Fairmont & Cleveland case to be in substance and effect an 
affirmative order, and in consequence thereof took affirmative 
action, and that the results, so far as the rights claimed by the 
plaintiffs were concerned, the decision was the same as if the 
order had been affirmative in form. 


In view of the allegations made in connection with the ap- 
plications for re-opening of the assigned car case about the 
effect of the order therein depriving applicants of property 
rights, the opinion of the court in this case is believed to be 
more than ordinarily interesting especially those paragraphs in 
which the judges discuss the Procter & Gamble case. 

Appeal to the Supreme Court of the United States will be 
taken by the United States and the Commission, notwithstand- 
ing the court said “we mean only to hold that Circular CS 31, 
Rule 4 (revised), and the action of the carriers in putting it in 
force, is erroneous, and must be enjoined and suspended.” It 
further said an order would be entered, without prejudice to the 
Commission making proper orders relating to reasonable car 
distribution, to joint as well as local mines, not in conflict 
with the views hereinbefore expressed. 

The restraining order was signed only by Judges Waddill 
and McClintic, Judge Woods dissenting. The opinion of the 
court making the prohibition of the restraining order permanent, 
written by Judge McClintic, correspondence about the matter 
indicated, was approved by the same judges, with Judge Woods 
withholding his assent, although he did not append a dissent to 
the opinion, which, in full, was as follows: 


This is a suit in equity, brought under the provisions of the 
Urgent Deficiency Appropriation Act, approved October 22, 1913, 
found in 38 Statutes, L. 219. 

This case arises under that part of the act which abolished 
the Commerce Court, and gave jurisdiction, under certain circum- 
stances, to the district courts. 

When an application is made for an injunction, temporary or 
permanent, under this act, and the district judge decides that 
it is a proper case to hear, it becomes his duty to call to his assist- 
ance to hear and determine the application two other judges, one 
of whom must be a circuit judge. 

The bill in this cause was presented to the district judge 
of the Southern District of West Virginia on the 29th day of Janu- 
ary, 1923, and an order was made, filing the bill of complaint, and 
setting for hearing the application for the temporary restraining 





Vol. XXXII, No. 6 


order and interlocutory injunction therein prayed for, at the court 
room of the United States District Court at Richmond, Va., on 
Tuesday, February 6, 1923, and further ordered that a copy of the 
bill be served upon each defendant in said cause. 

This case came on for hearing before the Honorable Charles 
A. Woods and the Honorable Edmund Waddill, Jr., circuit judges, 
and the Honorable George W. McClintic, district judge, at Rich- 
mond, on the said 6th day of February, 1923. 

The defendant, the United States of America, and the defend- 
ant, the Interstate Commerce Commission, appeared by counsel, 
and moved the court to dismiss the bill for want of jurisdiction and 
= = F waasittete for reasons set out in separate written motions, 
duly ed. 

The defendants, the Chesapeake & Ohio Railway Company and 
the Virginia Railway Company, each appeared by counsel, and 
filed answers to the bill in this cause. 

The Slab Fork Coal Company, and numerous other companies, 
as intervening defendants, appeared, and by leave of court filed 
their intervening petition and motion to dismiss and later filed 
their answer to the bill of complaint herein. 

This cause came on to be heard on the said 6th day of Febru- 
ary, 1923, upon the bill and exhibits, upon the motions above set 
out and the answers filed, and upon the evidence taken in open 
court and a temporary restraining order was entered on the 8th 
day of February, 1923, staying and suspending the operation of 
a certain decision, ruling and order of the Interstate Commerce 
Commission, made on the 11th day of December, 1922, and of Rule 
4 of Circular C. S. — 31 (revised), for the period of sixty days from 
said date, pending the application for an injunction. 

Later, the bill was amended by leave of court, and the answers 
of a intervening defendants were also amended by leave of 
court. 

On the 30th day of March, 1923. this cause came on for final 
hearing before the same judges, and was submitted for decision, 
and an order was entered continuing the temporary stay and 
suspension until the final decision upon the application. 

The bill in this cause was filed by the New River Company 
and six subsidiary companies, named as plaintiffs. All the stock 
of the six subsidiary companies is owned by the New River Com- 
pany, and such companies operate mines situated in Fayette and 
Raleigh counties of West Virginia, and in the southern district 
thereof. Under the designation of the Interstate Commerce Com- 
mission, mines in this region are divided into two classes, to-wit: 
“Joint Mines” and “Local Mines.” 

By the designation “Joint Mines” is meant those mines situ- 
ated on, and entitled to service from, two or more carriers. By 
the designation ‘Local Mines” there is meant those on, or acces- 
sible to, one carrier. In this opinion they will be so designated 
for the purpose of convenience. 

In this region there are many mines other than those of the 
plaintiffs, which are joint mines, and there are many mines which 
are local mines. The intervening petitioners all own local mines. 

The railway companies in this particular case which serve 
these mines are the Chesapeake & Ohio Railway and the Virginia 
Railway. 

The question which comes up for decision in this case is 
whether a joint mine shall be allowed to order such cars as it 
may need, according to its rated capacity as fixed under the rule, 
from each railroad, or shall it be allowed only to order such num- 
ber of cars from both carriers as it would be allowed to order from 
one carrier. 

The history of this question appears from the record in this 
case to be as follows: . 

For a period of five years prior to the taking of federal con- 
trol of railroads, cars were distributed in time of car shortage to 
joint mines in the New River fields by each of the carriers by 
what will, for convenience, be referred to as the New River rule: 
that is, there was no distinction between joint mines and local 
mines, and cars were distributed to joint mines, according to their 
proportionate share of the available car supply in that region, as 
determined by the rated capacity of the shipper and without refer- 
ence to or inquiry into the car supply furnished by any other rail- 
way. The only limitation placed on the mine was that these orders 
for cars based on its rating should not result in a car supply 
greater than the capacity of the mines to ship. If, in practice, 
the orders were so placed as to exceed the capacity of the mine 
to ship, the penalty rule was provided in order to limit the car 
supply for its succeeding days, and ultimately to be reflected in the 
rated capacity of the mine for the succeeding months. 

This rule here described has sometimes been called “the two 
hundred per cent rule.” 

By the decision of the Interstate Commerce Commission in the 
Illinois case (in re Irregularities in Mine Ratings, 25 I. C. C. 286), 
the Commission required that the carrier shall furnish daily to the 
operators a statement of the available car supply for the following 
day. Under the car service rules appended to the bill in this 
record the mines place their orders at 4 p. m. on each day for the 
following day. Where there are two carriers this rule, known as 
the Illinois rule, permits the joint mine to order from each carrier, 
such number of cars as it may need, based on its rated capacity, 
not to exceed 75 per cent of such rated capacity. This is some- 
times called the “one hundred and fifty per cent rule.” , 

When under the law the government took charge of the rail- 
roads, the director-general of railroads provided for the distribu- 
tion of cars for mines in accordance with Circular C. S. 31, Rule 4, 
hereinafter referred to as Rule 4. In effect, this rule was, and is, 
that a joint mine could only order from the carriers one hundred 
per cent of its rated capacity and stood in no better position than 
a local mine; indeed, it was not in so good a position as a local 
mine, unless it ordered all of its cars from the carrier having the 
greatest supply of cars on that particular day. 


This Rule 4 continued to be the measure of car distribution 
so long as federal control of railroads continued, and thereafter, 
until the decision of the Interstate Commerce Commission on the 
2ist day of June, 1921, in the case of Fairmont & Cleveland Coal 
Company vs. Baltimore & Ohio Railroad Company (62 I. C. C. 
629). It was decided by the Commission that Rule 4 of Circular 
c. S. — 31 Revised, was unreasonable and unduly prejudicial to 
jcint mines, and unduly preferential to local mines, to the extent 
that it limited the aggregate orders of the joint mine to one 
hundred per cent of its rated capacity from both roads, and that 
for the future, during periods of car shortage, the carrier should 
distibute cars to the joint mines on their lines, considered in that 
ease, on the basis outlined in the Illinois rule, namely, on days 
when the joint mine orders cars from only one carrier, and on 
days on which it orders cars from both carriers its rating on each 
of such carriers shall be seventy-five per cent of its full rating, 
subject to the limitation that it shall on no day be supplied with 
cars in excess of its maximum rating; and that information should 
be exchanged between carriers, showing the left-over cars, 10 
order to prevent any abuses that might come therefrom. a 

This rule then continued in force until a decision was entere 
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py the Interstate Commerce Commission on the 1ith day of De- 
cember, 1922, in the case of Bell & Zoller Coal Company et al. vs. 
Baltimore & Ohio Southwestern Railroad Company et al., wherein 
an order was entered and an opinion filed, reversing the opinion 
in the Fairmont case, supra, and again putting into effect Rule 4 
of Circular C. S. — 31, revised. , 

Following this decision the carriers, the Chesapeake & Ohio 
Railway Company, and the Virginia Railway Company, arranged to 
put into effect said Rule 4, the one on the first day of February, 
1923, and the other on the 10th day of February, 1923. 

This suit was instituted to enjoin such acts on the part of the 
earriers and action was taken therein as above set forth relative 
to the temporary restraining order. 

The question is raised whether this court has any jurisdiction. 
It is claimed that it has none on the ground that the decision 
of the Interstate Commerce Commission is negative, and no appeal 
ean be taken therefrom, under the ruling of the Supreme Court 
in a ne of Procter & Gamble Company vs. United States, 225 
U. 8. . 

This question is raised by the motions to dismiss, filed by the 
United States and Interstate Commerce Commission, and by inter- 
vening defendants. 

Without going into a full discussion thereof, we are of opin- 
jon that the decision of the Interstate Commerce Commission was 
in substance and effect affirmative, and that the carriers so under- 
stood it and acted upon it as an affirmative order and in conse- 
quence thereof took affirmative action; and the results, so far as 
the rights claimed by the plaintiffs were concerned, was the same 
as if the order had been affirmative in form. It is a case in which 
we must deal with the substance and not the form. 

We are therefore of opinion that the Proctor & Gamble case, 
and other cases of like nature, do not apply here, and that this 
court has jurisdiction to pass upon the questions raised by the 
pleadings. : 

The facts developed by the evidence show very large expendi- 
tures made by two plaintiffs for the purpose of shipping coal by 
the two carriers. It is also shown that the shortage of cars on 
each carrier continues most of the time, and that the right to ship 
coal by each carrier is a valuable property right. If the right to 
ship by each carrier and to receive cars from each carrier on the 
basis of rated capacity is denied to the plaintiffs, and to other 
shippers in like condition, the financial loss will be very great 
and the value of their properties will be greatly depreciated. 
Much larger prices have been paid for mines which had access to 
the lines of two carriers than would be thought of for similar 
mines with access only to the line of one carrier. When there 
is any real market for coal car shortage has always existed, and 
so far as can be foreseen will always exist. This case would not 
have arisen if each carrier had always on hand a sufficient supply 
of cars to take care of the demands of each shipper. 

The shipper of any commodity who has access to more than 
one carrier has a right to choose one carrier or to divide his goods 
among two or more carriers, with the advantages naturally be- 
longing to such location, giving such access; and while the Inter- 
state Commerce Commission has, under the law, certain powers of 
regulation, yet it is beyond such powers to deprive the shipper of 
such right under the guise of regulation or to limit such right in 
such way as to amount to the deprivation thereof. 

From the adjudged cases it is plainly to be seen that the In- 
terstate Commerce Commission has no authority to so exercise its 
powers so arbitrarily as virtually to transcend such authority con: 
ferred, although it may be not technically doing so. 

Proctor & Gamble Co. vs. United States, supra. 


A so-called regulation which destroys at least thirty per cent 
of the market value of a coal property certainly transcends such 
authority. It is a taking of private property without due process 
of law. by depriving the owner of the power to use it in a legit- 
imate and proper way, for the commercial purpose for which it was 
designed and developed by the large extra expenditures of money 
as shown by the evidence in this cause. 


Of course, a commercial advantage will accrue to the joint 
mine over the local mine by the abrogation of Rule 4, but in 
our opinion that advantage constitutionally belongs to it by rea- 
son of its location and one that the Interstate Commerce Commis- 
sion cannot order the carriers to take away from it, and one of 
which the carrier cannot legally deprive it. 


A question analogous to this was before a three-judge court 
in Pennsylvania recently, in the case of the Pennsylvania Railroad 
Company vs. United States, and the court therein decided that the 
order of the Interstate Commerce Commission was erroneous, and 
the same was enjoined and suspended. 


Davis, circuit judge, in the opinion of the court, in deciding 
that the industries, situated in a certain zone where they had 
access to two carriers, were entitled to such advantage over 
those out of the zone and on the line of one carrier, said: 


‘Tt has been repeatedly held that where one company serves a 
community or industry located on the tracks of another under a 
trackage arrangement, the situation in effect is the same as if 
the former company had extended its own tracks to such commu- 
nity or industry. Commercial Club of Superior, Wis., vs. Great 
Northern Railway, 24 I. C. C. 96; Penick & Ford vs. Director-Gen- 
eral, 61 I. C. C. 173; Louisville & Nashville Railroad vs. United 
States et al., 242 U. S. 60. The industries, therefore, located along 
the tracks of either company in the zone are in law to be con- 
sidered as on the individual tracks of both companies and the 
industries beyond this zone as located on the tracks of one of the 
companies only. Consequently, in legal effect, these industries 
which are within the zone and those without the zone are not sim- 
ilarly situated, but are in a substantially different position. And 
so the advantage enjoyed by the industries within the zone over 
those without the zone is not, within the meaning of the act, an 
undue or unreasonable preference. Ridge Coal Mining Co. vs. Mis- 
souri Pacific R. R. Co., 62 I. C. C. 259; Dering Mines Co. et al. vs. 
Director-General, 62 I. C. C. 265; Louisville & Nashville Railroad 
Company et al. vs. United States et al., supra. A carrier must use 
its existing facilities impartially and the railroads, under the facts 
in this case, are under no obligation to extend or curtail their 
facilities. The legal position of the industries in the zone is just 
the same as though they were located at some other part of the 
city away from the tracks. An industry selecting a disadvan- 
tageous location for reasons justifiable to itself has no right to call 
upon the carriers to overcome such disadvantage at their expense, 
and this is what the industries outside of the zone, so far as the 
legal situation is concerned, did.” 

We mean only to hold that Circular C. S.—31, Rule 4 (revised), 
and the action of the carriers in putting it in force, is erroneous, 
and must be enjoined and suspended. 

The order will be entered without prejudice to the Interstate 
Commerce Commission making proper orders relative to reasonable 
car distribution, to joint as well as local mines, not in conflict with 
the views hereinbefore expressed. 
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ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


The Central Pennsylvania Coal Producers’ Association, in 
an answer to petitions submitted by private car owners for re- 
hearing and reargument in the assigned car case, said that not 
to permit the order in the case to stand “would be a backward 
step in the transportation history of the United States.” 

“In the very nature of things,’ the association said, “it is 
inevitable that the owner of private coal cars receives undue 
preference and undue advantage. Railroads are manned by 
humans, with human tendencies and attributes. They cater to 
large producers of freight and a very keen competition goes for- 
ward among them to obtain that freight. United States Steel, 
Bethlehem Steel and other corporations approaching their mag- 
nitude, wield a tremendous power. They may make or mar the 
dividend record of a railroad. Diversion of freight from one 
system to another by these great shippers may spell a lean or 
a fat period for the particular carrier. 

“When to the power wielded through the control of freight 
tendered to the carrier, is added the power of the banker as 
well, it is not difficult to see how the railroads must yield to the 
importunities linked with tremendous pressure, as might the 
frail human in like curcumstances and conditions.” 

The association said there could be no just claim that the 
various groups of private car owners were not fully conscious . 
of every step taken in the case. 

The New River Coal Operators’ Association filed an answer 
to petitions of private car owners and urged that they be denied. 

Answering the applications of the carriers and the owners 
of private coal cars for modifications in the decision and order 
in the assigned car case, the Illinois Coal Traffic Bureau said 
the petitions should be denied because all that could be offered 
in the way of testimony would be cumulative and because the 
Commission had considered every contention that was now 
being made and had come to a conclusion contrary to those the 
applicants thought should be drawn. The traffic bureau said it 
was opposing the applications for the same reasons that it 
put forth at the hearing, on brief and at the argument. 

“The proceedings occupied many days,” said the bureau. 
“The investigation was most thorough. Opportunity was given 
all parties interested to be represented and to present at length 
every fact and theory that might have any bearing on the pro- 
priety and legality, under the provisions of the act, of the effec- 
tive assigned coal car practices and rules. . Carriers were rep- 
resented by counsel of the greatest ability and experience in 
matters relating to the subject at issue and had the valued 
assistance of the representatives and forces of the American 
Railway Association. The private car interests were repre- 


sented and given every opportunity to present all of their 
interests and views. 


“None of the petitioners present any factors which were 
not fully presented and considered during the protracted and 
painstaking investigation conducted by the Commission; and a 
most careful and searching consideration of these petitions will 
not reveal a single basis which would justify any different con- 
clusion than those reached by the Commission, the results of 
which are incorporated in the order. The postponement which 
is requested would simply spell a continuance of the undue and 
unjust discrimination and preference which the Commission 
properly found resulted from the practices complained of, to 


the irreparable injury of those who are adversely affected by 
these condemned practices.” 


The conclusion reached by the Commission, the Illinois 
objectors said, was the only logical one that could be reached 
unless the provisions of the act were ignored or distorted both 
in letter and spirit and the principles so well established by 
the Commission and courts that investments made in expecta- 
tion of the continuance of existing rates or practices would 
not be considered in determining the reasonableness and pro- 
priety of such practices, and that violations of the provisions of 
the act were not justified because of the fact that investments 
had been predicated thereon. 


“There is no justification,” said the traffic bureau, “for an 
extension of the date of the effective order, which action would 
but spell the continuance of an illegal preference violative of 
the act and which could not but help to add flame to the dis- 
content which is evidenced throughout the land and which is 
being used by those whom the carriers term critical leaders to 
subvert fundamentals in government and especially toward the 
destruction of private control of carriers and public utilities.” 

In a petition for re-opening of case, especially the private 
car phase of it, the Youngstown Sheet & Tube Company made 
‘the point that the attacks on the private car contained in the 
record were against the preferential use on isolated divisions of 
railroads and went to the point for a proper policing of the use 
of such cars rather than to an order denying the use of such 
cars. It referred also to the admonition given by Commissioner 
Aitchison to cut short a part of the examination of the testimony 
of a witness who was starting in to tell about the great losses 
that would follow the shutting down of a coke plant by reason of 
inability of the plant to get coal. 
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The company said there was no showing or claim of dam- 
age resulting from the ownership or use by it of its cars or 
undue advantage in the operation of the petitioner’s mines as 
compared with other mines operated in competition with its 
mines; that there was no showing or claim that its use of 
private cars had resulted in any undue advantage in the com- 
petition of it with any other steel company; and finally that the 
record was wholly inadequate to disclose the disastrous effect 
of the proposed order of the Commission upon its car invest- 


ment, its labor, its business and upon the consumers of steel 
generally. 


In conclusion the petitioner said the tendency of the order 
would be to prolong the present over-development of the min- 
ing industry. 


COAL PRODUCTION REPORT 


“The rate of production of soft coal during July has in- 
creased gradually from about 10,500,000 tons to 10,800,000 tons,” 
the Geological Survey said in its current coal production report 
which in part follows: 


The total output in the week ended July 28 including lignite, coal 
coked, local sales, and mine fuel, is estimated at 10,789,000 tons, an 
increase of 113,000 tons over the revised estimate of the output in 
the week preceding. Early returns on car loadings in the week 
(July 30-August 4) indicate a small increase and a probable out- 
put in the neighborhood of 10,900,000 tons. 

Production of anthracite continues at a high rate, in excess of 
2,000,000 tons per week. The estimated total output during the week 
ended July 28 was 2,080,000 net tons. This figure is based on the 
number of cars loaded by the nine principal carriers, and includes 
besides freshly mined coal, the output from dredges and washeries. 
As a matter of fact only three times during the 17 weeks that have 
passed since the beginning of the present coal year on April 1, has 
weekly production fallen much below 2,000,000 tons, and on those 
occasions the failure to reach that mark was due to the observance 
of holidays. 

Cumulative production during the calendar year to date stands 
at 58,885,000 net tons, an increase over the corresponding period in 
1922 of 35,450,000 tons. The total output during 1923 exceeds that 
in recent preceding years and compared favorably with the output 
during the war years when there was a specially large production 
from washeries. 

The all-rail movement of coal to New England and eastern 
New York, according to reports furnished by the American Railway 
Association, in the week ended July 28 included 4,524 cars of bitu- 
minous coal and 4,011 cars of anthracite forwarded through the 
principle gateways over the Hudson River and through Rouses Point. 
This was an increase of 481 cars of bituminous coal and of 420 cars 
of anthracite as compared with the week preceding. 

Shipments of soft coal from Hampton Roads in the week ended 
July 28 were the heaviest in many weeks. Dumpings totaled 406,644 
net tons, against 365,679 tons in the week preceding. Cargoes for 
export increased slightly to 117,487 tons, and cargoes for New Eng- 
land to 192,700 tons. Other coastwise shipments decreased. 

The quantity of soft coal loaded into vessels at the Lake Erie 
piers in the week ended July 29 showed a small increase as com- 
pared with the week preceding. According to reports courteously 
furnished by the Ore and Coal Exchange, the total quantity dumped 
was 1,127,817 net tons, including 1,071,044 tons of cargo coal and 
56,773 tons of vessel fuel. 

The cumulative dumpings of cargo coal during the present lake 
season now stand at 13,928,694 tons, which is larger than the quantity 
reported for any corresponding date. 





COAL AND TRANSPORTATION 


The Trafic World Washington Bureau 


“Some means must be found for preventing nation-wide 
strikes in the coal industry and in the transportation industry 
as well,” the Kanawha Coal Operators’ Association said in a 
brief filed this week with the United States Coal Commission. 
“The present system, under which the people of the United 
States are at the mercy of a small and irresponsible group of 
labor leaders, cannot and must not longer continue.” 

The association said measures should be taken to restore 
the impaired credit of the railroads and thereby make it pos- 
sible for them to obtain funds for needed improvements and 
extentions. It said some method of insuring the prompt return 
of coal-carrying equipment to the coal-originating roads must be 


devised. Discussing “transportation difficulties,’ the association 
said: 


Not five per cent of the coal produced in the Kanawha field is 
consumed within the state of West Virginia. For this reason our 
operators are even more completely dependent on adequate service 
by the railroads serving their mines than are operators in other fields. 
Such service has been inadequate, and the result has been great loss 
to both operators and mine workers in our field. Our transportation 
difficulties have been of two kinds. first, car shortage, and, second, 
inequitable freight rates. 

Our mines during the past ten months have had a car supply on 
the average of only two days a week. This means that all of our 
salaried force is idle two-thirds of the time, and that thousands of 
dollars are added to the cost of coal by the closing down of our 
mines because of lack of transportation facilities. This transporta- 
tion shortage may be ascribed to more than one cause. For one 
thing, there has been a failure to provide adequate additional fa- 
calities to take care of the increased bulk of business offered, re- 
sulting from increased production and an increased number of mines. 
We realize that this failure to provide additional facilities has not 
been entirely the fault of the carriers. Under the stringent and 
often oppressive regulation from which they have suffered, it has 
been difficult to secure funds for additions to their rolling stock and 
betterments in their trackage facilities. However, until such im- 
provements are made, the coal industry of southern West Virginia 
will suffer. 

Furthermore, the railroads which serve our field are unable to 
secure the return of their equipment with sufficient promptness from 
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the connecting carriers by which our coal is hauled to its ultimate 
market. When a coal car once gets off the tracks of the company 
which owns it, there is a great danger that it will not be returned 
promptly and that car shortage on the originating road will thereby 
be intensified. 'The Chesapeake and Ohio Railroad, especially, has 
been a victim of this practice.. 

The second sort of transportation difficulty with which we have 
been faced has been the inadequate freight differential which op- 
erates in favor of neighboring fields in other states, to the disad- 
vantage of the southern West Virginia preducer. The freight dif- 
ferential now in force is in some cases as high as $.60 per ton as 
against coal produced in our field. Hence our producers must ab- 
sorb unequal freight rates to all points north, south, east and west, 
which practically amounts to penalizing the West Virginia producer 
for the benefit of the railroads and of the operators in other fields. 

We realize that the Commission is not a traffic court, and we do 
not wish to urge these transportation difficulties upon the Commis- 
sion to the exclusion of other matters. Ultimately the proper place 
to settle them must be before the Interstate Commerce Commission. 
We do feel, however, that no solution of the coal problem can be 
reached which does not take into account the transportation element, 
and therefore we feel justified in laying before your Commission the 
facts as to this phase of the problem in the hope that the Com- 
mission will recommend to Congress or to the Intertsate Commerce 
Commission such changes in the present rulings as will eliminate 
the difficulties from which our operators have suffered. 


PROPOSED COPPER REDUCTIONS 


The Trafic World Washington Bureau 


Carriers, parties to Boyd’s publication carrying rates on cop- 
per bullion from Montana, Utah and Colorado to the Atlantic 
coast, created a stir in the matter of such rates this week by 
asking for sixth section permission to make rates proposed for 
August 25, effective on one day’s notice. Some time ago, Boyd 
filed his tariff, to be effective August 25, which proposed cutting 
the all-rail rate from $16.50 per ton to $12.50. The purpose back 
of that proposal was to give the carriers interested in the all-rail 
route traffic of that character an opportunity to compete with the 
rail-ocean-canal-ocean rate applying from the points of origin, via 
the Pacific ports and the canal. It was represented to the Com- 
mission that, unless the $4 cut was made, the traffic would con- 
tinue to move via the Pacific ports, and the carriers interested 
in the all-rail routes would get no business. 

Protest against the grant of sixth section permission was 
made by a San Francisco attorney who said he represented in- 
terests that desired to protest against the reduction, either on 
statutory or on short notice. Action on the application for a 


short time permissin was held up so as to give the prospective - 


protestant or protestants an opportunity to place before the Com- 
mission whatever reasons they might have for opposing the 
reduction, 

It was suspected that activity on the part of shippers was 
the result of the representations of carriers interested in the 
rail-ocean-canal-ocean rates, but, regardless of the origin of the 
protests, the Commission had been keen about the proposals to 
change the structure of rates built up under its decisions about 
canal and ocean competition and under section 15a, when it 
allowed the railroads to make the big advances that became 
effective August 26, 1920, on the ground that they needed it. 
It had scrutinized each proposal to cut the rates authorized in 
Ex Parte 74 with a view to determining, first, whether the rates 
proposed would be fairly compensatory, second, whether they 
would result in undue prejudice, and third, what effect the cuts 
would have upon the revenues of the carriers as a whole. There- 
fore the Boyd proposal attracted unusual attention. 

The question of rates on smelter products from the inter- 
mountain country to the Pacific ports was considered in an in- 
vestigation and suspension proceeding before the carriers in- 
terested in taking traffic to the Pacific ports, more than they 
were to hauling it eastward as parts of all-rail routes, were per- 
mitted to make the westbound rates, which, in connection with 
the ocean and canal rates, would have the effect of cutting the 
all-rail route rates. The Commission permitted the reductions 
to be made because it seemed incontrovertible that such rates 
would be more beneficial to the carriers proposing them than 
their all-rail divisions. 

Now, however, the query is as to whether the all-rail route 
carriers would derive enough revenue from the proposed rates to 
bring them within the rule of reasonable compensation. 


ASK FOR REVERSAL ; 

About 600 business men and farmers, living in the territory 
of Washington and Oregon south of the Snake River, have asked 
the Commission to reconsider its decision in No, 10448, Inland 
Empire Shippers’ League vs. Director-General, Oregon-Washing- 
ton Railroad & Navigation Company et al., 59 I. C. C., 321, and 
No. 10698, Public Service Commission of Oregon vs. Same, 62 
I. C. C., 633, collectively known as the inland empire grain cases. 
In those cases the Commission decided that the rates on grain 
and grain products to Portland should be lower than the rates 
to the Puget Sound cities. The petitioners were among those 
who supported the move made by Portland interests for a dif 
ferential under the Puget Sound ports. In their petition they 
told the Commission that the establishment of the differential 
had narrowed their market and not given them the benefit of 
the lower rates. They expressed the opinion that the railroads 
would be willing to restore the equality of rates which existed 
when the cases before mentioned were decided, the first in 
November, 1920, and the second in July, 1921. 
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PREDICT HEAVY TRAFFIC 


The Trafic World Washington Bureau 


According to the traffic managers of national trade associa- 
tions, the probabilities are that the volume of traffic during the 
coming two or three months will be as great as it has been dur- 
ing the two months just passed, if not greater. At a meeting 
held at the car service division of the American Railway Asso- 
ciation, August 2, the conditions in practically every industry in 
the country were discussed, and the views of the men connected 
with the national organization were checked against the views 
expressed by representatives of shippers in regional meetings. 

The conference with the national organizations was held 
at the suggestion of Donald D. Conn, manager of the public rela- 
tions section of the car service division. His idea in asking the 
trade association representatives to meet in the railway associ- 
ation offices was to obiain an outline of the amount of transpor- 
tation that would be required from the railroads. 

The cement men and the sand and gravel men expressed 
the opinion that they would need more cars during the last six 
months. The cement men said they had moved half of the busi- 
ness they expected.to do in the whole year during the first six 
months, instead of the customary 40 per cent. But they said 
they expected to do more business in the last six months than 
was left over to do from their original estimate. 

Realization of the expectations of the traffic men, who ex- 
pressed the view that business would keep up during the next 
two or three months to what it had been during the preceding 
two months, meant to the representative of the railroads in the 
meeting that the car leading would go at least to 1,100,000 cars 
per week, if not to the estimate of 1,200,000 made recently by 
men in the car service division. 

An idea back of the meeting of the traffic men of the na- 
tional associations, most of whom are stationed in Washington, 
was that it should be the first of such meetings and probably 
the forerunner of a national committee which is to supplement 
the regional committees with which the American Railway As- 
sociation car service section has been co-operating for putting 
the cars to the points where they would probably be needed by 
shippers. The regional meetings, according to the belief of the 
car service section, have been so successful that a national com- 
nittee would enable it to make such a check of what was in 
the immediate future that car shortages would become much 
rarer than they have been in other years. 

Not all the men attending the meeting were stationed in 
Washington. Among those who came from out of the city were 
J. M. Belleville, chairman of the executive committee of the 
National Industrial Traffic League and general traffic manager 
for the Pittsburgh Plate Glass Company; A. G. T. Moore, of 
New Orleans, traffic manager for the Southern Yellow Pine Asso- 
ciation; and W. S. Phippin, of New York, traffic manager for 
wholesale lumbermen. 

The ideas expressed by the traffic men were taken as indi- 
cating that, when the peak of the crop movement is reached, 
there may be some car shortage, but nothing to compare with 
what has been known in other years. The fact was that in the 
week ended July 21, when the car-loading went to 1,028,000, in 
round numbers, the railroads had a surplus of about 68,000 cars. 
Another fact tending to keep down any scary feeling about a 
car shortage was that the railroads have already handled as 
many as 45,000 cars of grain in one week. The maximum car- 
loading of grain is 65,000, so that even if there is a big rush of 
grain, the shortage cannot be so acute as in other years. The 
good prospect regarding grain loading is attributed to the fact 
that between April and the end of July, the eastern and south- 
em roads had returned to their western connections 84,874 box 
cars owned by the western railroads, so as to enable the latter 
to handle the grain when it was offered, without waiting for 
cars from the east and south. Up to July 31 the return of 
western box cars was 71,736 through Chicago and 13,138 through 
St. Louis. 

Letter from Donald Conn 


In a letter to each member of the conference held at the 
offices of the American Railway Association August 2, Donald 
D. Conn, manager of the public relations service, reiterated the 
high points made at that conference about the desirability of 
doing everything possible to be prepared for the peak in the fall 


loading by moving everything possible before that time. In his 
letter he said: 


..1 beg to thank you for your attendance and co-operation at the 
Informal meeting of trade and national organizations, held upon call 
of the Car Service Division, at their offices, August 2, 1923. 

_ As you are aware, the railroads are now moving the greatest 
Volume of freight in the history of the country. This is being done 
practically without car shortage due—first, to the increased efficiency 
of operation; second, installation of new and better facilities; third, 
active co-operation of industry and agriculture in promoting the 
most efficient use of transportation facilities, and in moving a sub- 
stantial tonnage in anticipation of future requirements. 

In order that you may be intimately advised of the trend of busi- 
Ness since the first of the year, compared with previous periods, I 
(uote below total car loadings for the first twenty-nine weeks of 
a tegtlendar eee: Oy 1923, inclusive: 


925 ‘ 1921 1920 
26,916,167 22,423,516 20,889,374 24,139,183 
Moreover, 12,806,302 carloads of freight were loaded for the 
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thirteen weeks ending July 14, 1923, which represents the highest 
loading for any three months’ period in the history of the railroads. 

You will note that the loading for 1923 greatly exceeds former 
years—in fact, is much higher than any corresponding peroid in the 
history of the country. 

The loading for the week ending July 21, this year, was 1,028,927 
cars, or an increase of 21.7 per cent over the corresponding week 
of 1922. Weekly loading has continued for some time over the 
million car mark. 

From the best economic analysis of business conditions which 
we are able to obtain, not only by closely following the trend of 
car loading, and commodity prices, but also through intimate con- 
tact with shippers through the Regional Advisory Boards, and such 
gatherings which you attended, the measure of the large railroad ton- 
nage being offered is due not only to a general increase in business 
activity, but also, in part, to the efforts which have been put forth 
in some industries to stock in advance in anticipation of future needs. 
Some time ago the American Railway Association, and also the 
secretary of commerce, requested enlistment and co-operation with 
the railroads of every factor of agriculture and industry with the 
view of moving such tonnages as could be properly stored in the 
spring and summer months, thereby leviating the volume of business 
which the railroads might otherwise be asked to transport during 
the peak fall movement of seasonal crops. For instance, the cement 
industry, enlisting the co-operation of their customers, have moved 
sixty thousands more cars during the first half of the year than were 
transported during the first half of 1922, which means that prac- 
tically that many more cars are available to meet coming demands 
during subsequent months of this year. Likewise consumers have 
given more attention to the stocking of coal in anticipation of future 
needs. This general tendency has been followed in many lines of 
industry. 

In spite of the progress made, however, due consideration should 
be given to the fact that with few exceptions there is no great 
inventory throughout the country, and all indications seem to point 
to continued business activity and heavy car loadings. The railroads 
are vitally interested in discharging their responsibilities this year 
in the most adequate manner possible, but to accomplish this end, 
and minimize car shortage during the peak fall movement, nothing 
should be left undone at this time to move the tonnages of those 
commodities which can be properly stocked by consumers during 
the next thirty days to meet their fall and winter requirements. 
This is geen ge A true of coal, lumber, sand, gravel and other building 
materials, and those commodities the need of which has already been 
set out in definite future programs. It is especially important that 
due consideration be given to the adjustment of the good roads pro- 
gram in the light of the available railroad service and facilities. It 
is my understanding that this program is now behind its schedule. 

As a specific indication of the exact situation of the railroads to- 
day, I beg to state that during the week ending July 21, 1,028,927 
cars were loaded. There was a total car surplus of 79,710 cars di- 
vided as follows: 61,219 box cars; 154 flat cars; 5,167 open top cars; 
173 coke cars; 4,283 stock cars; 8,263 refrigerator cars and 451 mis- 
cellaneous cars. The shortage for this week was 9,066 cars—divided 
as follows: 1,991 box cars; 1,975 flat cars; 4,176 open top cars; 533 stock 
cars; 75 refrigerator cars; 307 tank cars; 9 miscellaneous cars. 

You will appreciate, I am sure, that the average daily loading is 
running in excess of 171,000 cars, and that the surplus of cars men- 
tioned above constitutes less than one-half of one day’s loading, 
which would be very quickly taken up through any local or terri- 
torial increase in the volume of traffic offered. It should also be 
understood that the majority of the box cars now shown as sur- 
plus are cars which are being held in the grain originating terri- 
tories, and which cars will be absorbed within the next few weeks 
as the grain movement becomes heavier. The fact that there is 
no appreciable car shortage today should not serve as a basis for 
lessening the efforts to move-as much as possible before the fall 
period. The volume of traffic now being handled is far in excess 
of that tonnage which the car service division originally anticipated 
would be offered the railroads. To avoid car shortage this fall, ship- 
pers and consumers must continue and augment, during the next 
thirty days, their efforts to level off the peak of shipments during 
the coming fall. ‘ ; ’ 

Therefore, the purpose of this communication is to reaffirm the 
discussions that took place at the meeting August 2, 1923. If 
the manufacturer will advise his customers of this condition, and if 
consumers will anticipate their future needs and place their orders 
now for immediate shipment, it will aid greatly in insuring a more 
substantial measure of transportation for the movement of those 
commodities which are entirely seasonal. _ 

I should be very glad if you would advise me of what action you 
take in the premises. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are ag follows: First insertion, oy r line, 
catubanes charge $3.00; succeeding insertions, per line, 60c; 1 
to the ine; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The Cc 
WORLD, 418 Seuth Market Street, 











SITUATION WANTED—As Traffic Manager, fifteen years’ ex- 
perience in charge traffic department manufacturing company operat- 
ing own switching, preceded by railroad experience, thoroughly fa- 
miliar railroad practices, rate adjustments and classifications, claims, 
formal and informal complaints. Full knowledge purchasing and sales 
Fe mari Satisfactory references. Address C. H. A, 567, Traffic World, 
Chicago. 





POSITION WANTED—As traffic manager or will organize de- 
partment for industrial firm or Chamber of Commerce; 20 years’ 
railroad, industrial and community traffic management experience; 
now in charge of traffic department; thoroughly conversant with all 
traffic problems; six years’ practice before state and interstate com- 
missions; A-No. 1 references; age 39; married; available Sept, 1. 
Address T. A. R. 565, ‘Traffic World, Chicago, 


POSITION WANTED—As Traffic Manager or Assistant. Over 
six years’ experience both railroad and industrial. LaSalle graduate. 
Would prefer location in Trunk Line Territory. Address L. A. Weiss, 
Box 104, Shillington, Pa. 











FOR SALE—Several cars newly manufactured, first-class good 
quality, No. 1 6x8—8’ oak railroad ties. Also two cars switch ties. 
L. E. Pearson, P. O. Box 705, South Bend, Ind. 
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REVENUE FREIGHT LOADING 


All revenue freight loading records were again broken the 
week ended July 28, when the total number of cars was 1,041,- 
044, an increase of 12,117 cars over the preceding week, accord- 
ing to compilations from carriers’ reports completed August 7 
by the car service division of the American Railway Associa- 
tion. It was the eighth week in which loadings exceeded a 
million cars and the fourth week in which the peak of 1920 was 
exceeded. 


In the corresponding weeks of 1922 and 1921 the total load- 
ings were 848,858 and 795,432 cars, respectively. 

No record was set for any particular commodity in the week 
ended July 28, the increase being distributed generally among 
all classes of commodities. 


Grain loadings showed a.,considerable increase over preced- 
ing weeks, the total having been 53,160 cars, as against 46,275 
cars in the preceding week. Coal loading increased from 190,- 
788 cars to 194,546 cars. 


Loading by districts in the week ended July 28 and in the 
corresponding week of 1922 was as follows: 


Eastern district—Grain and grain products, 9,785 and 11,806; live 
stock, 3,120 and 2,489; coal, 55,527 and 8,880; coke, 4,180 and 1,789; 
forest products, 6,317 and 5,282; ore, 9,204 and 7,139; merchandise, 
L. C. L., 65,292 and 66,675; miscellaneous, 96,441 and 92,741; total, 
1923, 249,866; 1922, 196,801; 1921, 192,256. 

Allegheny district—Grain and grain products, 4,163 and 4,068; live 
stock, 2,451 and 2,301; coal, 60,308 and 19,583; coke, 7,004 and 4,106; 
forest products, 3,600 and 3,096; ore, 16,702 and 13,665; merchandise, 
Ps ., 49,173 and 49,901; miscellaneous, 83,203 and 80,177; total, 
1923, 226,604; 1922, 176,897; 1921, 155,739. 

Pocahontas district—Grain and grain products, 421 and 268; live 
stock, 151 and 151; coal, 29,957 and 16,721; coke, 508 and 288; forest 
products, 2,156 and 1,123; ore, 231 and 30; merchandise, L. C. L., 6,745 
and 3,466; miscellaneous, 4,471 and 3,525; total, 1923, 44,640; 1922, 
25,572; 1921, 28,339. 

Southern district—Grain and grain products, 5,014 and 4,322; live 
stock, 2,240 and 2,235; coal, 22,246 and 14,860; coke, 1,061 and 738; 
forest products, 23,853 and 17,842; ore, 2,087 and 1,428; merchandise, 
L. C. L., 31,160 and 30,803; miscellaneous, 38,776 and 36,154; total, 1923, 
133,299; 1922, 113,246; 1921, 110,245. 

Northwestern district—Grain and grain products, 10,405 and 11,678; 
live stock, 9,249 and 7,761; coal, 9,422 and 7,882; coke, 975 and 1,531; 
forest products, 20,516 and 15,338; ore, 52,186 and 39,696; merchandise, 
L. C. L., 31,160 and 30,203; miscellaneous, 38,776 and 36,154; total, 1923, 
172,689; 1922, 150,843; 1921, 117,265. 

Central Western district—Grain and grain products, 17,046 and 
19,363; live stock, 11,535 and 9,365; coal, 12,664 and 5,272; coke, 382 and 
456; forest products, 12,528 and 8,733; ore, 2,818 and 2,487; merchandise, 
L. Cc. L., 35,104 and 34,194; miscellaneous, 58,143 and 50,130; total, 
1923, 150,220; 1922, 130,000; 1921, 126,715. 

Southwestern district—Grain and grain products, 6,326 and 7,141; 
live stock, 3,103 and 2,366; coal, 4,422 and 3,097; coke, 164 and 179; 
forest products, 8,829 and 6,203; ore, 405 and 427; merchandise, L. C. 
L., 14,774 and 13,108; miscellaneous, 25,703 and 22,978; total, 1923, 
63,726; 1922, 55,499; 1921, 64,873. 

Total, all roads—Grain and grain products, 53,160 and 58,646; live 
stock, 31,849 and 26,668; coal, 194,546 and 76,295; coke, 14,274 and 9,087; 
forest products, 77,799 and 57,617; ore, 83,633 and 64,872; merchandise, 
L. C. L., 240,046 and 233,124; miscellaneous, 345,737 and 322,549; total, 
1923, 1,041,044; 1922, 848,858; 1921, 795,432. 


JUNE RAILROAD EARNINGS 


“Class one railroads of the United States, according to 
reports from 194 roads representing a total mileage of 235,400 
miles, in June earned an annual rate of return of 5.47 per cent 
on their tentative valuation as fixed by the Interstate Com- 
merce Commission for rate making purposes including additions 
and betterments,” the Bureau of Railway Economics said in a 
statement, which follows: 


This rate represented a net operating income for the month 
of $87,742,000. In the Eastern District the rate earned was 6.39 
per cent; the Southern District, 5.78 per cent, and the Western 
District 4.20 per cent. 

The same carriers in June last year earned a net operating 
income of $76,271,000, which was at the annual rate of return 
of 4.86 per cent. In May this year the rate was 6.33 per cent. 

Thirty-one Class 1 railroads in June operated at a loss, of 
which nine were in the Eastern, two in the Southern and twenty 
in the Western District. 

Operating revenues of the carriers in June totaled $541,- 
163,000, an increase of $69,129,000, of 14.6 per cent, over the same 
month last year, while their operating expenses amounted to 
$416,908,000, an increase of $43,629,267 or 11.7 per cent, over June 
one year ago. 

For the first six months this year the net operating income 
of the Class 1 railroads represented an annual rate of return of 
5.64 per cent on their tentative valuation, amounting in dollars to 
$443,912,000, compared with $349,069,000, or 4.53 per cent, for the 
same period in 1922, or an increase of $94,843,000 over the first half 
of last year. In the Eastern District for the six months’ period 
it was 6.59 per cent or $240,731,000; Southern District 6.64 per cent, 
=~ cee and the Western District 4.20 per cent, or $132,- 

“The Interstate Commerce Commission has not tabulated the 
tentative valuation of the carriers according to the various sub- 
districts, but compilations show the annual rate of return for the 
first six months this year based on their property investment ac- 
count to have been 4.94 per cent. 

Earnings by districts for‘ the first six months of this year 
with the percentage of return based on property investment ac- 
counts in each district follow: 


: Per Cent 
Po Me er 4,901,000 1.26 
Se I RCTS ig wc o:10. OSs wewewoces 96,093,000 6.53 
Ohio-Indiana-Allegheny District.......... 115,747,000 6.35 
PPE EIUMETOOE. occ ce wdiesceecveceecive 23,990,000 6.11 
en ee ta Peer et ar ee ar 69,916,000 5.62 
BOTENWORCOER D1StrICt, < ccc e's cverescccvecs 29,264,000 2.30 
COMEFAS WeSterR District... .occcsccccesece 75,785,000 4.71 
CU OWCOPE EFMBCTICS. 0%. oi creab c6bie-eecedidecs 28,216,000 3.53 
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‘From September 1, 1920, to July 1, 1923, during which periog 
of 34 months the railroads have been operating without any guar. 
antee whatever, the average annual rate of return of the carriers 
on their tentative valuation has been only 3.94 per cent. For the 
Eastern District it was 4.02 per cent; for the Southern District, 
4.05 per cent, and for the Western District. 3.82 per cent. 

Class 1 carriers in the Eastern District, according to com- 
plete reports, had a net operating income in June of $52,372,000 
which was at the annual rate of return of 6.39 per cent. Freight 
traffic in the Eastern District, according to incomplete reports, 
was approximately 50 per cent greater than during the same 
month last year, due principally to the miners’ strike, which af- 
fected coal shipments one year ago. In June last year their net 
operating income was $33,236,000, of 4.15 per cent. perating rev- 
enues of the eastern carriers totaled $284,448,000 in June this year, 
an increase of 26 per cent over the same month one year ago, 
while operating expenses amountd to $213,011,000, or an increase 
of 19.3 per cent over June, 1922. 

Complete reports show that the carriers in the Southern Dis- 
trict in June had a net operating income of $8,851,000, which was 
at the annual rate of return of 5.78 per cent. Freight traffic on the 
Southern roads showed an increase of approximately 14 per cent 
over the same month last year. The net operating income of the 
Scuthern carriers in June, 1922, was $10,724,000, or 7.15 per cent, 
Operating revenues of the Southern carriers in June this year to- 
taled $65,563,000, an increase of 74% per cent over those for the 
same month last year, while operating expenses totaled $52,432,000, 
a decrease of 4.7 per cent under June, 1922. 

Complete reports for the carriers in the Western District, 
except the Louisiana Railway & Navigation ‘Company of Texas, 
showed that the carriers in that district had a net operating in- 
come in June of $26,519,000, which was at the annual rate of re- 
turn of 4.20 per cent compared with $32,310,000, or 5.22 per cent, in 
June last year. Freight traffic in the Western District in June 
showed an increase of approximately 19 per cent over the same 
month one year ago. Operating revenues of the carriers in the 
Western District amounted to $191,152,000, an increase of only 3.2 
per cent over June one year ago, while their operating expenses 
totaled $151,465,000, an increase of 8.4 per cent over June, 1922, 


CONDITION OF LOCOMOTIVES 


Bad order locomotives totaled 11,855 as of July 15, or 186 
per cent of the total on line, an increase of 405 over July 1, ac- 
cording to the semi-monthly report of the car service division 
of the American Railway Association. Of the 11,855, the total 
in need of heavy repairs was 10,784. Stored locomotives in good 
repair numbered 2,437 as of July 15, an increase of 256 over 
July 1. Locomotives repaired and turned out of shops in the 
period July 1-15 totaled 18,290. 


NEW ROLLING STOCK 


The following is authorized by the car service division of 
the American Railway Association: 


During the first fifteen days in July the railroads placed in 
service 8,217 new freight cars, which brought the total number of 
new freight cars installed since January 1 up to 87,457. 

They also installed from July 1 to July 15, 102 new locomotives, 
_— . total of 2,100 that have been placed in service since 
anuary 


Of the new freight cars placed in service, box cars numbered 
35,833; coal cars 36,048; and refrigerator cars 10,224, which includes 
6,149 placed in service by railroad-owned private refrigerator 
companies. 

Railroads on July 15 had on order 94,202 freight cars, of which 
41,726 were box cars, 37,135 were coal cars, and 10,703 were re- 
frigerator cars. 'They also had on order on the same day 1,848 new 
locomotives. Deliveries of new freight cars and locomotives are 
being made daily. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I), as 
of July 15, was 57.2, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: Box, 
48.5; refrigerator, 74.7; gondola, 62.5; stock, 77.7; flat, $4.1. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of July 15 showed the following: Eastern 
district, 97 as against 96.9 a year ago; Allegheny district, 98.6 
as against 101.6 a year ago; Pocahontas district, 85.1 as against 
92.2 a year ago; Southern district, 95.8 as against 97.3 a year 
ago; Western district, 101.1 as against 98.1 a year ago; all dis- 
tricts, 98.1 as against 98.1 a year ago; Canadian roads, 98.2 as 
against 92.4 a year ago, and Mexican roads, 108.4 as against 
107.5 a year ago. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight ‘cars in the period 
July 23-31 was 76,453 cars as compared with 79,710 cars in the 
period July 15-22, while the average daily shortage of freight 
cars was 9,570 cars as compared with 7,891 cars in the preced- 
ing period, according to compilations from carriers’ reports 
completed August 9 by the car service division of the Americal 
Railway Association. 

The surplus was made up as follows: Box, 55,063; ventilated 
box, 128; auto and furniture, 2,640; total box, 57,831; flat, 240; 
gondola, 5,377; hopper, 1,169; total, all coal, 5,546; coke, 295; 
S. D. stock, 2,884; D. D. stock, 553; refrigerator, 7,615; mus- 
cellaneous, 489; total, 76,453. 

The shortage was made up as follows: Box, 2,733; auto 
and furniture, 16; total box, 2,749; flat, 1,563; gondola, 2,154; 
hopper, 2,620; total all coal, 4,774; S. D. stock, 71; D. D. stock, 
52; refrigerator, 43; tank, 312; miscellaneous, 6; total, 9,570. 

Canadian roads reported a shortage of 550 flat cars, 
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Amark o good Service 


The familiar mark of the New 
York Central Lines is to be seen 
on 264,000 freight cars carrying 
the products of American industry. 


Thousands of new cars, fresh from 
the builders, go into service each 
year bearing this mark. In the 
past three years New York Central 
orders for new freight cars have 
totalled $93,600,000. For new 
locomotives $34,000,000 has been 
expended. 


Two years ago, when hundreds of 
thousands of freight carson Amer- 
ican railroads were standing idle 
for lack of business, New York 
Central, with confidence in the 








future, placed one of the largest 
orders for cars in railroad history. 


When the tide of business turned, 
and acar surplus was transformed 
into a car shortage, New York 
Central had the equipment to 
move the crops, the coal and the 
products of industry along its 
12,000 miles of lines. 


The mark of the New York Cen- 
tral Lines on a new freight car is 
not only a mark of good transpor- 
tation service—it is evidence of the 
fact that back of it is a railroad 
organization that is building today 
for the needs of the country to- 
morrow. 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY~ MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH & LAKE ERIE 


AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 
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SIFTING NO. 9702 OBJECTIONS 


The Trafic World Washington Bureau 


Agreement was reached by the conferees on objections 
by shippers to what the carriers proposed to put into the tariffs 
they intended to file in supposed compliance with the Commis- 
sion’s decision in No. 9702, the Memphis-Southwestern Investi- 
gation. Not all points were disposed of finally, but the prin- 
ciples that should guide the railroad men in making up their 
tariffs were agreed upon and the points left for decision are 
not expected to cause any serious trouble. It is also thought 
that, because of the exhaustive consideration of the objections, 
which was completed August 9, there will be no serious pro- 
tests when the tariffs are filed. The committee of three, rep- 
resenting the shippers, and the committee of four, representing 
the carriers, believed, when they had finished their work, that 
they had covered every point that had been raised by either 
a railroad or a shipper. 

The largest outgrowth of the conference, it was believed, was 
an agreement by the railroad men that proportional rates should 
be established to lower Missouri river crossings and crossings of 
the Mississippi on articles in the brick list, 1 cent lower than the 
local rates. The Commission’s decision did not require such 
an arrangement, but it was apparent that, unless something of 
that kind were done, there would be objections to the tariff, 
because the railroads had prepared to exercise the privilege 
given them in the decision, of cancelling the combination rule. 
Mr. Schnitzer, chairman of the railroad committee, said that, if 
the judgment of the Commission men was that such proportionals 
should be published for application to the Ohio River crossings, 
the railroads would do so, although such publication, as the 
railroad men viewed it, would be outside the jurisdiction of the 
Southwestern Freight Bureau. The railroad men were of the 
opinion there would be no need of such proportionals. 

The conferences, August 4, had proceeded to such a point 
that it was believed it would be possible to put agreements on 
the various issues into written form. The morning of that day 
was spent in setting down some of the agreements but that 
work was ‘interrupted by the insistence of some shippers, who 
thought they had matters that could be disposed of in fifteen or 
twenty minutes. 

Rates from seven basing points to 4,000 destinations were 
under discussion with a view to the correction of errors, the 
elimination of rates which representatives of the Commission 
might indicate as not authorized by the Commission’s decision 
and order, and the formulation of plans upon which the ship- 
pers and carriers might enter into negotiations that would result 
in compromises that might not be technically in compliance with 
the decision and order, but which the Commission might be ex- 
pected to accept because the interested parties were able to 
agree. 

In the conferences the shippers were represented by Edgar 
Moulton, J. J. Vizard and C. D. Mowen, the railroads by G. E. 
Schnitzer, E. Mock, C. W. Brosius and W. A. Knobloch, the Com- 
mission by Examiner Brown, Special Examiner Pitt the fourth 
section man, and the members of the suspension board, Messrs. 
Crosland and Powers. 

Nearly all the rates under discussion were those carried in 
Leland’s I, C. C. No. 1600, effective September 26. The object 
was to draw up a memorandum of understanding between com- 
mittees of the shippers, of the carriers and of the Commission 
in connection with the general allegations of shippers, pre- 
sented by Mr. Moulton, concerning features of the Leland tariff 
purporting to be in accordance with the Commission’s findings 
in No. 9702, but alleged by the shippers to be in contravention 
thereof. 

Discussions prior to noon of August 4 led the participants in 
the conference to believe it would be possible then to draw up 
such a memorandum, especially as to the ten general points sub- 
mitted by Mr. Moulton in behalf of the shippers. 


Only three of the ten, however, were disposed of. Reduc- 
tion of the supposed understanding to writing was more diffi- 
cult than imagined. While the effort was being made the an- 
nouncement of the determination of President Coolidge that the 
governmental departments, out of respect to President Harding, 
should be closed from 1 p. m. August 7, under August 10, inclu- 
sive, forced a change of plan. The effort to draw up a memor- 
andum respecting the general allegations was postponed after 
three points had been covered, so as to give a hearing to the rep- 
resentatives of the Kansas and Louisiana salt interests and the 
brick industry of Arkansas and allow them to leave Washington. 

With regard to the first point in the Moulton list of general 
objections, the manner of computing distances to and from the 
Mississippi river, it was agreed by the representatives of the 
Commission that the words “direct route,” as used in the Com- 
mission’s decision, meant the route that would produce the low- 
est rate, The carrier representatives, it was alleged, had not 
so interpreted the words and would have to revise their publi- 
cations. 

The second point was created by the allegation of the ship- 
pers that the carriers had used an improper method in deter- 
mining distances under the so-called three-line rule. That rule 
was that the carriers should apply the shortest distance obtain- 


THE TRAFFIC WORLD 





Vol. XXXII, No. 6 


able between two points by the employment of the distance 
over not more than three lines of railroad. 

The Commission representatives said it was their view that 
the carriers had not complied with the rule where they had 
failed to make rates over existing routes and that nothing in 
the decision authorized or warranted the cancellation of exist- 
ing routes. Mr. Schnitzer, in behalf of the carriers, could not 
agree with either the Commission men or the shippers, that 
that was what the carriers were required to do. He said that 
it would be an interminable task, almost, for the carriers to 
figure the shortest route possible over not more than three rail- 
roads, from the seven basing points to the 4,000 destinations, as 
carried in about 275 tariffs. Mr. Moulton retorted that there 
were not so many tariffs as that involved in the matter. He 
said the carriers, in one of the cases arising in that part of the 
country, had filed an exhibit showing distances from basing 
points to typical destinations without any appearance of trou- 
ble. His idea was that only one tariff would be involved as to 
destinations in Louisiana, two in Arkansas and not more than 
twenty in Texas. 

It was practically agreed that the carriers, holding the 
views they did, should apply to the Commission for permission 
to apply the decision and order in the manner used by them in 
making up the Leland publication and serve copies of their ap- 
plication on all the parties of record. As the matter stood, the 
shippers said the carriers were proposing to use three-line rule 
to close existing routes instead of merely finding the distance 
over the shortest route, not involving more than three railroads, 
and then applying the approved mileage scale rate over that 
shortest route. In the discussion the carriers made a distinc- 
tion between “worked” and “workable” routes. They said they 
had made rates over worked routes derived by using the dis- 
tances ascertained over workable routes over which the traffic 
had never moved and never would be moved. 

The third point was also disposed of by agreement upon a 
suggestion for filing an application with the Commission for 
permission to depart from its tariff publication rules. The point 
was created by the Moulton allegation, that what the carriers 
proposed was an improper publication of rates on fruits and 
vegetables, except potatoes, because the tariff contained no pro- 
vision that class rates would be maxima beyond which the com- 
modity rates under discussion would not go. Mr. Crosland said 
the decision meant that existing class rates should be observed 
as maxima and that existing class rates meant the class rates in 
effect at the time a particular shipment moved. 


Mr. Schnitzer said the class rates that would have to be 
observed were published in many tariffs and suggested that if 
they were to be observed as maxima the shipper would have 
to be put into position to find them. Mr. Crosland suggested 
that the Commission would give consideration to an application 
for permission to hook up the commodity rates as proposed in 
accordance with the approved mileage scale promulgated by the 
Commission in its report in this case, by appropriate cross 
references. Shipper and Commission men agreed that, as now 
proposed, the shipper would not be able to find what his rate 
on fruits and vegetables would be because he would not find, in 
the proposed commodity tariff, references to tariffs carrying the 
class rate applicable on the traffic in question, 

Salt from the Kansas and Louisiana fields and brick from 
Arkansas to the southeast displaced the general objections for- 
mulated by Mr. Moulton. W. T. Hickerson, speaking for the 
Kansas Salt Producers Association, asked to have the salt part 
of the case eliminated therefrom. The form in which he started 
his case suggested to the Commission men that he was trying to 
bring before them something that should be addressed to the 
Commission itself. They told him to confine himself to things 
in the tariff that, in his opinion, were out of line with the deci- 
sion. Mr. Crosland discovered, however, that the rates were 
not stated in accordance with the rules of the Commission, in 
that there was no table of join-line distances, without which the 
shippers having to use two or more lines would have no way of 
figuring their rates. Mr. Schnitzer said that it would take a 
dozen men weeks to figure the distances and that it would be 
no hardship for any shipper to figure the distances to the points 
where he customarily did business. Mr, Crosland suggested 
that the task was not impossible for the railroads and that what 
they were proposing was to put upon the shipper a burden the 
law imposed upon them. 

The salt men objected to the disruption of the grouping of 
the Kansas salt producing points by the application to them of 
the mileage scale approved by the Commission. They said the 
groups in other parts of the country were being maintained. 
The railroad men said the group in Louisiana was being dis- 
rupted. The salt men suggested the use of an average distance 
as the rate rule from every point in the group, but one of the 
railroad men said the salt company at Anthony, Kans., and the 
Morton Salt Company would object to. that. The Commission 
men produced a letter from that company favoring the main- 
tenance, as they claimed, of the group. 

The salt men and the railroad men were advised that the 
fact that a scale for use in making rates was approved by the 
Commission did not preclude the railroads suggesting an alter- 
native such as the salt men had suggested. They were advised 
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to join in an application to the Commission to postpone the 
salt part of the case which was created by the railroads under 
that part of the decision advising them to revise rates on salt 
from points other than Louisiana to remove any undue prejudice 
that might arise. A representative of the Louisiana salt mines 
said they were in favor of retaining the groups. 

The Acme Brick Company, with plants in Arkansas, asked 
for the continuance of a 17.5 cent rate to Jackson, Miss., and a 
proportional rate to the Mississippi river three cents less than 
the local instead of only one cent less than the proposed rate. 

It was agreed that the things agreed on shall be embodied 
in a sixth section application. It has been tentatively agreed that 
the railroads shall ask for permission to make the rates agreed on 
effective on not less than fifteen days’ notice. The railroad tariff 
men estimated it would take them thirty days to make up the tar- 
iffs in accordance with the agreements and in accordance with the 
views of the Commission men, in such instances as the Com- 
mission men had to announce what they thought the Commis- 
sion’s decision meant, after all matters in dispute had been 
agreed upon. 


At the time this was written the conference had made some 
kind of a disposition of the ten general objections put forward 
by Edgar Moulton in behalf of the shippers. Three of the dis- 
positions were made at the conferences ending August 5. 

As to the fourth point, improper cancellation of commodity 
mixtures, an understanding was reached that the commodities 
important to the protestants, where included in the present mix- 
tures, would be continued in the new ones, at the highest rate 
and highest minimum applicable to any commodity in the mix- 
ture included in the list of commodities to which the new scale 
would apply. 


As to the impracticability of the combination rule, point five 
in the Moulton list, item No. 45, in Leland’s I. C. C. No. 1600, the 
Commission men held that inasmuch as the rule had already 
been approved by the Commission, consideration of the practi- 
cability of its use was not properly a subject before this con- 
ference. 

As to the sixth point—the publication of the prescribed 
scales on outbound commodities produced or manufactured in 
southern Missouri, Arkansas and Louisiana—it was agreed there 
should be further conversations as to these rates between ship- 
pers and carriers. 

The seventh objection alleged improper revision of rates 
from beyond the area covered by the investigation. The Com- 
mission men ruled that the decision contained no authority for 
the railroads to increase the differentials or differences to or 
from the base points by more than the increases to and from 
the base points authorized by the decision. 

The eighth and tenth objections were merged. They re- 
ferred to the cancellation of proportionals, import and export 
and coastwise traffic rates. The Commission men ruled that 
changes in such rates or on such traffic were not authorized by 
the’ Commission’s decision. The shippers and carriers then 
thought it proper to consider the advisability of the railroads 
continuing in effect the present locals to the ports where such 
locals serve, although not so called, as proportionals on export, 
import and coastwise traffic, in the equalization of ports and 
markets. 

The ninth point, about the “between” application of rates, 
when it was discussed, was found to be merely a slight differ- 
ence of view that was not regarded as serious and was laid aside 
without any definite disposition. 


SUSPENSION BOARD CASES 


The Trafic World Washington Bureau 


Almost without notice, at least without formal notice, a 
method for disposing of controversies without the consumption 
of time and the incurring of expense, that are concomitants 
of formal docket proceedings, has grown up within the Com- 
mission. They are the disputes that are being settled by the 
Board of Suspension, after an investigation and suspension order 
has been issued. Issuance of such an order creates a case on the 
formal docket, that is, one that must be heard before an exam- 
iner unless the parties agree to Chairman Meyer’s short form of 
procedure. 

The Board of Suspension, however, has a shorer form even 
than that devised by the Chairman. The Board acts simply as 
a negotiator between the respondents and the protestants when- 
ever either side manifests a disposition to come to an under- 
standing with the other side as to what would be a proper 
way to get rid of the controversy. The fact that negotiations 
looking toward an informal settlement have been begun does 
not, in any way, prejudice the rights of either party. As soon 
as either comes to the conclusion that it must have judg- 
ment of the Commission on the issue, it can terminate the in- 
formal discussions. When such a stage is reached, the chief 
examiner of the Commission is notified and the case is set 
down for the taking of testimony and the making of a steno- 
graphic record with a view to argument before the Commission 
and a formal decision. 


The practice of undertaking to settle cases by conference 
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was begun after the end of federal control, when everything 
seemed in a more chaotic state than ever before. During 1921, 
sixteen cases were disposed of and taken from the formal docket. 
In 1922, the number was fifty, and in the first half of this year, 
thirty-three have yielded to such treatment. These settlements 
represent only the cases that were on the formal docket. In 
ninety per cent of the cases, the settlement has been made by 
correspondences, conferences being found unnecessary, except 
in such big cases as the Mississippi Valley class rate case, the 
matters growing out of the Memphis-Southwestern Investigation 
and the Natchez case. 


PAYMENTS TO CARRIERS 


Total payments to railroads to July 31 under the transporta- 
tion act aggregated $824,595,133.66, according to the monthly 
statement issued by the Treasury Department. The total was 
divided as follows: Reimbursement of deficits, $8,060,649.09; 
guaranty, $478,904,817.57; loans, $337,629,667. Repayments on 
loans totaled $145,887,858.03. 

Payments made in July under sections 204 and 209 of the 
transportation act were reported as follows: 


Section 204 (Deficits): 


A I gga chivihigls «:0.6.0:s ¥:00'5,6.0:0.0-¢0 eels e'6096:08 $ 3,265.11 
Boyne City, Gaylord & — SE CO, inane Wien wenes'c cleeate 29,312.36 
Oe eS eerie sor 65,152.98 
Louisiana & Pacific Railway 5h day goirieraoaac eo sue aim einie tate 30,747.95 
Orammenure THAtrwer CO., TROOGIGEE 20.6. cic cccccctcccccccece 4,772.47 
Savannah & Statesboro Railway Re ee a cee 18,112.75 
Waukegan, Rockford & Elgin Traction Co., Receiver...... 246.47 
Wiscomem Plertnern Tawmway Co, .... ccc cccccccccccccccee 10,847.39 
Section 209 (Guaranty): 
Adirondack & St. Lawrence Railroad Co. .............se0e8 5,750.78 
Coudersport & Port Allegany Railroad Co. ..............065 3,811.18 
Montana, Wyoming & Southern Railroad Co. .............. 14,090.19 
pe TR aa eee 14,715.60 
ee I I oc enn bce ebb co ot ceccesececesococeses 255,545.06 
Union Steck Yards Co. of Omaha .CLAtd.). ....cccrcwccsvvicee 4,780.81 
Waycross & Boutherh HANGAR CO. .....ccccccccvvccsccnce 4,577.72 


TE ie ales a wicindoe died hte aI ee a:s0 cibacnleinebe ne nebeceee $465,728.82 
The carriers that have paid into the Treasury excess earn- 
ings during the guaranty period pursuant to the provisions of 
Section 209 (d) of the transportation act, 1920, as amended, and 


the amounts severally paid by them to the United States are as 
follows: 


Ahnapee & Western Aad ee ee en eRe $ 2,940.39 
Barre & Chelsea R. | EE RE Re RE, St Re eR 25,391.33 
East Tenn. & Westen North Carolina eS ee Ye 10,473.42 
ES SE SELLE Te AS LEN TEN AER OR OP 1,932.77 
Kewaunee Green Bay & Western Railroad Co. ............. 260.50 
Lake Tahoe Railway & Transportation Co. ............... 5,004.23 
je ae Re eee rrr 168, — = 
Be rr rer een 7,3 
RENEE - wigan. cqinie delse de o'cie 0 Gulecodo-ale sie ale cles das v's acaleloa dee ok toeue $221,799.66 


GUARANTY CERTIFICATES 


The Commission has issued certificates to the Secretary 
of the Treasury under section 209 of the transportation act 
directing payments in final settlement of the guaranty as fol- 
lows: Baltimore & Ohio Chicago Terminal Railroad Company, 
total, $1,171,829.36; final payment due, $436,829.36; Dayton & 
Union Railroad Company, $27,449.09; Hamilton Belt Railway 
Company of Ohio, $4,051.14; Morgantown & Kingwood Railroad 
Company, $76,293.17; Little Kanawha Railroad Company, 
$9,472.26; Staten Island Rapid Transit Railway Company, $409,- 
823.33; Chicago, Kalamazoo & Saginaw, $17,840.50; and the 
Minneapolis Western, $20,096.57. 


UNCONTESTED FINANCE CASES 


The Hocking Valley has been authorized by the Commission 
to issue $4,020,000 of equipment trust certificates and to sell them 
at not less than 98.843. 

The St. Louis-San Francisco has been authorized to acquire 
control of the Miami Mineral Belt Railroad by the purchase of 
capital stock. 


The Wabash Railway Company has been authorized by the 
Commission to assume obligation and liability in respect of 
$2,010,000 of equipment trust certificates to be issued by the 
Bank of North America & Trust Company, and to be sold at 
not less than 97.02 per cent of par in connection with the pro- 
curement of equipment. 


LARGE REPARATION ORDER 


The Director-General has been ordered to pay sums agere- 
gating over $140,000 to various complainants in No. 11510, Tan- 
ners’ Council of the United States of America et al. vs. Director- 
General, on account of illegal charges collected on shipments 
of imported pickled sheep skins from Pacific coast ports to 
Atlantic seaboard destinations. The reparation order requires 
that the following sums be paid to the complainants named by 
September 5, with 6 per cent interest from various dates, the 
earliest being November 1, 1918: Winslow Bros. & Smith Com- 
pany, $101,673.40; Adolph Hirsch & Company, Inc., $18,751.42; 
The L, B. Southwick Company, $6,805.65; A. C. Lawrence Leather 
Company, $1,989.48; The Tupman Thurlow Company, Inc., $11,- 
740.06; Drueding Brothers Company, $8,014.29, 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
‘been published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Actual Delivery to Carrier of Goods Shipped Essential to Re- 
covery for Failure to Deliver to Consignee: 

(Supreme Court of Errors of Connecticut.) In an action 
against a railroad company for failure to deliver goods shipped, 
there could be no recovery, in the absence of a finding that the 
goods were in fact delivered to defendant; it not being suffi- 
cient to show delivery of the box purporting to contain the 
goods.—Shore vs. New York, N. H. & H. R. Co., 121 Atlantic 
Rep. 344. 

Bill of Lading Only Prima Facie Evidence of Actual Delivery 
to Carrier of Goods for Transportation: 

Delivery of goods to a carrier for transportation may be 
shown prima facie by the bill of lading, if the bill recites an 
absolute delivery without qualification as to quantity, condi- 
tion, or contents, although it may be shown by parol evidence 
that none of the goods, or only a part thereof, were in fact 
received.—Ibid. 

Bill of Lading Held Insufficient Prima Facie to Show Delivery 
to Carrier of Shipment of Shirts: 

A bill of lading covering one box shirts “in apparent good 
order, except as noted (contents and condition of contents of 
packages unknown),” held not sufficient to prima facie show 
delivery of the shirts to the carrier; the recital in the bill con- 
stituting an express limitation upon the contract of carriage to 
the goods actually received for transportation.—Ibid 
Method of Proving Delivery of Goods to Carrier Stated: 

Where a box of shirts consigned to plaintiff was by it 
redelivered to defendant carrier reconsigned to the original 
shipper, and the bill of lading was insufficient prima facie 
to show actual delivery of the shirts to the carrier, the ship- 
per could have shown such delivery by introducing evidence 
of the appearance of the box when delivered to the defendant 
or the initial carrier at the point of origin of the shipment, 
indicating that it was securely and tightly closed; such facts 
justifying a finding that the box when delivered was in the 
same condition as when delivered by the original shipper to 
the initial carrier.—Ibid. 

Evidence Held Sufficient to Support Judgment for Plaintiff for 
Expense of Reconditioning Eggs Injured in_ Interstate 
Shipments: 

(Supreme Court of Kansas.) In an action for damages on 
account of injuries to eggs in the course of interstate ship- 
ments, the evidence is held to support the allowance made for 
reconditioning.—Wilson Poultry & Egg Co. vs. Missouri Pac. 
R. Co., 215 Pac. Rep. 1020. 

No Ground for New Trial: 

(Court of Appeals of Georgia, Division No. 1.) The court 
did not err in overruling the motion for a new trial, as none 
of the grounds thereof points out any reversible error.—Atlan- 
tic Coast Line R. Co. vs. Stovall-Pace Co., 118 S. E. Rep. 62. 
In Action for Tort, Bill of Lading, But Need Not, Be In- 

troduced: 

When action against carrier for value of undelivered goods 
is for negligence, and not in contract, it is not necessary to 
=< bill of lading, but it may be introduced in evidence. 
—Ibid. 

Admission of Bill of Lading Without Proof of Execution Im- 
material, When Receipt of Goods Admitted: 


In action against carrier for loss of goods, where there 
was proof of admission by defendant that it received the goods, 
admission of bill of lading without proof of execution was not 
erroneous, as proof of execution was immaterial.—lIbid. 
Authority to Write Letter Introduced in Evidenced Held Suffi- 

ciently Proved: 

In action against carrier for loss of goods, evidence held 
sufficient to show that one signing letter introduced as admis- 
sion, and shown to be defendant’s freight and depot agent, had 
authority to write such letter and bind defendant.—Ibid. 
Letter From Defendant’s Depot Agent, Quoting Letter From 

Freight Claim Agent, Not Hearsay: 

Letter written plaintiff’s attorney by defendant’s freight 
and depot agent regarding claim for loss of goods shipped, in 
which he quoted letter from one whom he described as the 
freight claim agent, denying liability and claiming the ship- 
ment had been delivered, held not inadmissible as hearsay, 
especially where such freight claim agent’s instructions were 
carried out, and the claim was not paid.—Ibid. 

Letter Stating Shipment Had Been Delivered by Carrier Held 

Admission That It Was Received by Carrier: 

Letter from carrier’s freight claim agent, in which he dis- 
claimed liability for loss of shipment on ground that it had 
been delivered, and which was quoted by depot agent in letter 
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to plaintiff’s attorney, amounted in effect to admission that 

the carrier received the goods.—lIbid. 

Evidence as to Contents of Shipment Held Sufficient: 

In action against carrier for loss of goods, evidence of 
contents of box shipped held sufficient.—Ibid. 

Evidence of Invoice Price in Connection With Other Facts 
Held to Support Finding of Value: 

In action against carrier for loss of goods, evidence of price 
at which they were invoiced to plaintiff by the shipper held 
sufficient to support finding of value, when there was no re- 
buttal testimony as to value, the value fixed included no freight 
or profit, and the goods shipped consisted of staple standard 
merchandise, and not a fluctuating commodity.—Ibid. 

Carrier Cannot Complain That Proven Value of Lost Goods 
Did Not Include Freight: 

In action against carrier for loss of goods, the carrier can- 
not complain that the value proved by plaintiff, consisting of 
the invoice price, did not include the freight, which plaintiff 
claimed to have paid.—Ibid. 

Goods Presumed Worth as Much at Destination as at Point of 
Shipment: 

Goods are presumed to be worth as much or more at their 
place of destination as at the point of shipment, until the pre- 
sumption is rebutted by proof.—Ibid. 

Refusal of Charge Not Considered, When Entire Charge Not 
in Record: 

When entire charge was not specified as part of record, 
and is not before the court, it cannot pass on refusal of re- 
quested charge.—Ibid. 

Interest Held Recoverable on Value of Goods Lost by Carrier: 
In action against carrier for loss of goods, where value 

proved was, invoice price of staple merchandise fluctuating 

very little in price, the jury was authorized to include interest. 

—Ibid. 

Verdict Stating Principal, Interest, and Total Amount, Though 
Irregular, Not Erroneous: 

In action against carrier for loss of goods, where allow- 
ance of interest by jury was warranted, verdict stating princi- 
pal, interest, and total amount, though irregular in form, held 
not erroneous.—Ibid. 

Contention That Verdict Contrary to Charge Not Considered, 
When Entire Charge Not in Record: 

Contention that verdict is contrary to the charge cannot 
be considered, where the entire charge is not specified as part 
of the record, and is not embodied therein.—Ibid. 

Plaintiff Should Allege and Prove Notice to Carrier of Claim 
for Loss Under Shipping Contract as Required by Standard 
Interstate Bill of Lading: 

(Supreme Court of Appeals of West Virginia.) In 
an action on .contract by a shipper against a common 
carrier for loss or damage to an interstate shipment (except 
where the loss, damage, or injury complained of is due to de- 
lay or damage while being loaded or unloaded, or damage in 
transit by carelessness or negligence), the plaintiff should al- 
lege and prove the giving of notice to the carrier of such claim, 
as required by the standard interstate bill of lading, whether 
the declaration declares specially on the bill of lading or 
merely avers the defendant’s undertaking and the breach of 
it in general terms.—Hubbard Grocery Co. vs. Payne, Director 
General of Railroads, 118 S. E. Rep 152. 


Parties Cannot Waive Terms of Interstate Bill of Lading Con- 
tract: 


The parties cannot waive the terms of the interstate bill 
of lading contract, nor can the carrier by its conduct give the 
shipper the right to ignore these terms and hold the carrier to 
a different responsibility from that fixed thereby.—Ibid. 

Not Liable to Shipper or Shipper’s Assignee as Bona Fide Pur- 
chaser of Bill of Lading, for Delivering Without Requiring 
Surrender of Bill Taken Out by Shipper: 

(Supreme Court, Appellate Division, First Department.) 
Though under Bills of Lading Law U. S. Sec. 9, 10 (U. S. Comp. 
St. Sec. 8604e, 8604ee), a carrier’s liability to a person having 
a right of properly or possession in the goods is not released, 
if it delivers the goods to the consignee named in a straight bill 
of lading or to a holder of an order bill of lading properly in- 
dorsed, if prior to making delivery it was requested by the 
person entitled to possession not to make such delivery, or 
had information that such person was not legally entitled to 
possession of the goods, and though, under section 11, the car- 
rier is liable to a bona fide purchaser of the bill for value who 
acquires titles to the bill, either after or before the carrier de- 
livers the goods without requiring surrender of the bill, neither 
a shipper who takes out a bill of lading in his own name, nor 
his assignee, is a bona fide purchaser for value, within the 
meaning of the statute, but as against them the carrier may 
always show the right of possession to be in the third person, 
to whom it delivered the goods.—Miller vs. New York Cent. 
R. R., 200 N. Y. Supp. 287. 


That Bill of Lading on f. 0. b. Contract Was Taken Out in Ship- 
per’s Name, Held Not Inconsistent With Intent That Buyer 
Take Title to Goods on Delivery to Carrier: 

Under Personal Property Law, Sec. 101, subd. 2, the rule 
that in f. 0. b. contracts title passes to buyer at the time of 
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WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


. Serves Two Million Population 








Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


BIRMINGHAM, ALA. 


In the Heart of the South 
Harris Transfer & Warehouse Co. 


Established 1880 
over 40 years of honorable service 


Distribution & Warehousing 
Unlimited Facilities 
Let us have your inquiries 


Offices, ground floor Chamber of Commerce Building 
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Transfer and 
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Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 
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Delivered, Forwarded or Stored. Pesetrens Fees, Steet 
No Switching cg. on Carloads. Established 1905 
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SEATTLE, WASHINGTON 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS EASTBOUND SAILINGS 


New Yor Norfolk San Francisco LosAngeles 
*VENEZUELA..... Aug.18 Aug. 10 ...... SANTA ean. Aug. 20 Aug. 22 
SANTA ROSA..... i. 30 Aug. 1 Aug. 25 pe ann . Aug. 28 Aug. 30 

35 ~ s eee *VENEZUE) . Sept.19 Sept.21 
SANTA OLIVIA... at Sept. 9 Sept.10 cAcguE we Sept.23 Sept. 25 
Therealter every ten days Thereafter every ten days 


San Jose de Guatemala, Acajutla, La Libertad, Corinto, Canal 


*Calling at Manzanillo, 
Zone, Havana (Eastt ound), Baltimore (Essthound), Norfolk and New York 


OFFICE 
ee rere Hoge Building Necfolle. ... Southgate Fwd. & Stg. 
Baltimore ....... Equitable Building Cleveland...... 630 Engineers Bldg. 


Pittsburgh. ..410 State Theatre Bldg. 
PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S. S. CORINTO sails from San Francisco August 24 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Y 508 California St., San Francisco 
Central Bidg., 108. West Sixth. St., Los Angeles, Calif. 


“SERVICE TALKS” 


If service counts in the handling and warehousing 
of your merchandise, write us. 


We operate one warehouse on R. R. siding and 
dock, where we specialize in the handling of pool 
cars, making free delivery by trap car of all out- 
of-town rail shipments on the date of arrival. 
Motor truck service. 


Weber Storage & Distributing Co. 


Operating Main Office: 
WEBER WAREHOUSES LA SALLE WAREHOUSES 
29th St. and So. Hoyne Ave. CHICAGO 40th and Federal Sts. 


INLAND MARINE CORPORATION 


Low All-Water } Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Cleveland, Ohio Duluth, Minn. St. Paul, Minn 
Chicago, Ill. Minneapolis, Minn. St. Louis, Mo. 


and 
Points in the Same Rate Territories 


COMPANY’S OFFICES 


NEW YORK CITY, 15 Moore > >< « « « e Tel. Bowling Green ey 4 
S, 20 Builders’ Tel. ‘Atlantic 0596 


“* BULLOCK, President Officers: M. 2 GALVIN, V.-Pres. and Treas. 
5 Moore St., New York City 522 Ellicott Sq. Bldg., Buffale, N.Y. 


BULLOCK & GALVIN, INC. 


Operating Managers 
Canal and Lake Transportation 


Our organization provides you with every necessary 
Operating and Traffic Service, including Vessel 
Maintenance and Repair, Insurance, Customs En- 
trees and Claim Adjustments. 


General Offices: 15 Moore St., New York 


- oor Gen. ‘ ht. 5 ee Yerk 0. BERTSCHI, Gen. Supt 
. Agt., Buffale = z poo Chief Engineer Y 
oe Y, La of Operatien, Buffale 
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delivery to the carrier is subordinate to the intention of the: 


parties, and the fact that the bill of lading is made.out to the 


seller or order does not indicate an inconsistent intention.—-> 


Ibid. 


Delivery to Buyer, Who Paid Part of Price Without Requiring 
Surrender of Bill of Lading, Held Good Defense to Action 
by Shipper on Bill: 

Though Bill of Lading Act U. S. Sec. 19 (U. S. Comp. St. 
Sec. 8604j), provides that no right or title of a third person, 
unless enforced by legal process, shall be a defense to an action 
brought by a holder of an order bill for carrier’s failure to de- 
liver the goods on demand, and under sections 9, 17, and 18 
(U. S. Comp. St. Sec. 8604e, 8604i, 8604ii), as construed by the 
federal courts, making delivery to the owner a complete de- 
fense to an action by a shipper who takes out an order bill of 
lading in own name for failing to deliver goods to him, and 
under Personal Property Law, Sec. 101, subd. 2, vesting title in 
the buyer on delivery to the carrier, the delivery to a buyer, 
who had paid part of the purchase price and made a tender of 
the balance, was a good defense to an action by the shipper. 
—Ibid. 

State Regulation of Interstate Commerce Gives Way to Federal 
Legislation Inconsistent Therewith: 

State regulation of interstate commerce must give way to 
federal regulation, where there is a conflict, and hence, in so 
far as Penal Law, Sec. 365, prohibiting the delivery of property 
for which a negotiable bill of lading has been issued unless 
the bill is surrendered, conflicts with federal law, it ceases to 
exist.—Ibid. 


Initial Carrier Liable, Though it Does Not Appear on Which, 
Road Damage Was Done: 


(Supreme Court, Appellate Division, Third Department.) 

Where a carload of grapes was shipped from California to 
a consignee in Chicago, while the car was still in transit its 
destination was changed to Syracuse, New York, and the bill 
of lading transferred to plaintiff, under amendment to Inter- 
state Commerce Act of August 9, 1916 (U. S. Comp. St. Sec. 
8604a), the initial carrier was liable to plaintiff for damages to 
the grapes, though it did not appear on which road the damage 
was done, or that it was done prior to the time plaintiff be- 
came owner of the grapes.—Terranova vs. Southern Pac. Co., 
200 N. Y. Supp. 309. 


Diversion of Shipment in Transit to Another Destination 
Authorized: 


The diversion of a shipment in transit to a destination 
other than that named in the bill of lading is authorized and 
within the contract of the parties.—Ibid. 

Person to Whom Bill of Lading Transferred and Shipment in 

Transit Directed Becomes Owner: 

Under Interstate Commerce Act, Sec. 32 (U. S. Comp. St. 
Sec. 8604pp), where grapes were shipped by straight bill of 
lading from California to a Chicago consignee, and while in 
transit the bill of lading was transferred to plaintiff and the 
destination changed to Syracuse, N. Y., plaintiff became the 
lawful holder of the bill of lading, and entitled to hold the car- 
rier for loss and damage to shipment.—Ibid. 


CARRIAGE OF LIVE STOCK 


Instruction on Liability of Railroad Company for Delay in 

Transporting Live Stock Held Proper: 

(Supreme Court of Kansas.) The proceedings considered, 
and held, an instruction to the jury relating to liability of a 
railroad company for delay in transporting cattle was correct, 
adequate, and properly given.—Colson vs. Midland Valley R. 
Co., 215 Pac. Rep. 1004. 


Measure of Damages for Loss in Weight of Cattle Transported 
for Feeding at Destination Stated: 

When cattle. are transported for the purpose of feeding 
them at destination, for market, the proper measure of dam- 
ages for loss in weight occasioned by actionable delay is the 
expense of reproducing the weight lost.—Ibid. 


Carrier Not Liable for Shipper’s Mistake in Loading Animals, 


Mixed With Shipment: 

(Court of Civil Appeals of Texas. El Paso.) Where a 
shipper bound by contract with a railroad company to care for 
his cattle during transit, turned his cattle out of graze, and 
the shipper’s caretaker by mistake took two cows belonging to 
another which became mixed with the shipment, and shipped 
them, the company was not liable to the owner for conversion. 
—Nelson vs. Gulf, C. & S. F. Ry. Co., et al., 252 S. W. Rep. 195. 
Contract Between Carrier and Shipper Held to Relieve Carrier 

From Watering and Feeding Cattle: 

A contract between a railroad company and a shipper 
which put upon the shipper the duty of feeding and 
watering cattle while in transit, was valid, and relieved the 
railroad company from the duty of feeding and watering the 
cattle imposed by Rev. St. art. 714.—Ibid. 

Incompetent Evidence Held Harmless: 

(Court of Civil Appeals of Texas. San Antonio.)—Where 
the issue in the case was proved by competent legal evidence, 
it did not matter that hearsay and incompetent evidence may 





Vol. XXXII, No. 6 


have “been SW. Rep me yaceaais Hees. AYRy. Co. vs. Fried- 


richs, 252 S. i, aie. 246 , a 

Proof of Carrier's Failure to Deliver as Many Hogs as Received 
is Prima Facie Case: 

Proof by plaintiff shipper that defendant railroad delivered 
fewer hogs than were received by its establishes a prima facie 
case, sufficient to support recovery in absence of evidence in- 
troduced by defendant.—Ibid. 

Evidence That Part of Hogs Shipped Were Dead When Received 
Held Admissible: 

Where carrier agreed to deliver hogs shipped to commis- 
sion company at point of destination which was done through 
a stockyards company, the report of that company that 75 live 
hogs and 8 dead ones had been received by it was admissible 
in shipper’s action.—Ibid. 

Bank Discounting Draft With Bill of Lading Attached and, 
Crediting Drawer Becomes Innocent Holder for Value: 
(Supreme Court of Appeals of Virginia.) Where a bank 

in good faith and without notice discounts a draft with bill of 

lading attached and credits the cash to the drawer subject to 
check, it becomes an innocent holder thereof for value.—First 

Wisconsin Nat. Bank of Milwaukee vs. People’s National Bank 

of Rocky Mount, Va. 118 S. E. Rep. 82. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 
May Decide on Facts Alleged in Complaint Where Admitted by 

Defendant: 

(Supreme Court of California.) Where a public hearing 
is had before the Railroad Commission on a complaint contain- 
ing sufficient allegations, and defendant admits the allegations, 
the Commission may rule without further inquiry—Coast Truck 
= vs. Railroad Commission of California et al., 215 P. Rep. 
Commission Held Authorized to Hear and Determine Complaints 

Against Truck Company: 

Under the Auto Stage and Transportation Act of 1917, the 
Railroad Commission has jurisdiction to hear and determine 
complaints for violation of the provisions relative to procuring 
a certificate of public convenience and necessity, and, in the 
proper exercise of such jurisdiction, the Commission may order 
a transportation company to refrain from unlawful acts; such 
— not being unauthorized exercise of Ce powers.— 

i 
Owners May Abandon Entire Road, if Unprofitable: 

(District Court, N. D. New York.) The owners of a rail- 
road may abandon the entire road, if it cannot be operated 
without continuous loss, and there is no reasonable prospect of 
future profitable operation.—Pittsburgh & Shawmut Coal Co. 
et al. vs. Delaware & N. R. Co., 289 Fed. Rep. 133. 

Right to Abandon Entire Line, if Unprofitable, Cannot be Im- 
paired by Statute: 

The constitutional right of a railroad to abandon its en- 
tire line, if operation without loss is impossible, cannot be im- 
paired by subsequent legislative enactment, either federal or 
state.—Ibid. 

Receiver Appointed by Federal Court Bound by State Laws: 

Under Comp. St. Sec. 1047, a receiver appointed by a fed- 
eral court to operate a railroad within a state must operate 
such railroad according to the valid laws of that state, in the 
same manner that the owner would be bound to do, if in pos- 
session thereof.—lIbid. 

Federal Court May Not Authorize Abandonment of Unprofit- 
able Branch, Contrary to State Law: 

While a federal court may permit its receiver to abandon 
an entire railroad enterprise, the further operation of which will 
result only in the loss of the owner’s invested capital, in the 
absence of any interstate commerce questions the court can- 
not permit the receiver to abandon an unprofitable branch of 
its road, where such partial abandonment is forbidden by the 
laws of the state from which the railroad received its fran- 
chise and in which it operates.—Ibid. 


NEW CONSTRUCTION PROPOSED 


The New York Central has applied to the Commission for 
authority to construct a connection between its main line and 
the line of the West Shore, a leased line, from a point near 
Depew to a point west of Bowmansville, New York, and also 4 
line from the Gardenville freight yard to a connection with the 
West Shore west of Bowmansville. The new construction will 
involve 2.1 miles of track and will relieve the main line of the 
applicant by permitting the routing of traffic via the West Shore. 
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ATLANTA 
GEORGIA 





Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 
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Security Warehouse Company 
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: MERCHANDISE STORAGE AND FORWARDING 
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. ADAMS TRANSFER & STORAGE CO. 
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ROCHESTER, N. Y. 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern MERCHANDISE 
WAREHOUSE fully equipped in the 
City of ROCHESTER. 


Insurance rate 12 CENTS per $100.00. 


Located on private siding of the BUF- 
FALO,ROCHESTER & PITTSBURGH 
RAILWAY, enjoying switching at flat 
Rochester rate with all steam roads. 


B. R. @ P. Warehouse, Inc. 
Rochester, N. Y. 
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Personal Notes 





Cyrus B. Staf- 
ford, chief traffic 
assistant, United 
States Railroad 
Admini s 
tration,, has re- 
signed, effective 
September 1, to 
engage in the 
practice of trans- 
portation and 
commercial law 
at Washington. 
Mr. Stafford, 
after eighteen 
years service 
with the Seaboard 
Air Line, South- 
ern Railway, and 
the Frisco, was 
traffic Manager 
and commerce 
counsel for the 
Memphis Mer- 
chants Exchange 
and the Louis- 
ville Board of 
Trade from 1909 
to 1919. While in 
Louisville he 
served as public 
representative on 
the _ Louisville 
District Freight 
Traffic Commit- 
tee until March, 
1919, when he was made assistant to the Director of Public 
Service, U. S. R. R. A., at Washington. Since March, 1920, he 
has been manager, department of traffic, liquidation of claims 
and chief traffic assistant, division of law. He is a graduate 
of the Memphis University Law School, was admitted to the 
bar in Tennessee in 1916, and in Kentucky in 1918. 








Chas. M. Long has been appointed traffic manager for Was- 
muth-Endicott Company, Wasmuth-Goodrich Company, A. Was- 
muth & Sons, and the Wasmuth Grain and Coal Company, with 
headquarters at Andrews, Indiana. 

J. J. Hayden has been appointed assistant to the manager, 
refrigeration department of the car service division of the 
American Railway Association at Chicago. The appointment is 
effective August 1 and follows the resignation of O. P. Nelson 
to accept service elsewhere. H. E. Aiken has been appointed 
office manager of the district manager’s office, from which posi- 
tion Mr, Hayden was promoted. 

Cecil T. Spear has been appointed traveling agent for the 
Chicago, St. Paul, Minneapolis & Omaha with office at Butte, 
Montana, following the resignation of C. F. O’Hara. 

William E. Fife has been appointed soliciting freight agent 
at Minneapolis, for the Chicago, St. Paul, Minneapolis & Omaha, 
following the promotion of Cecil T. Spear. 

F. B. Townsend has been appointed chief traffic officer for 
the Minneapolis & St. Louis Railroad with headquarters at 
Minneapolis. 

W. S. Smith has been appointed general agent for the 
Roscoe, Snyder & Pacific Railway at Youngstown, Ohio. 

B. O. Johnson, assistant to the vice-president of operation of 
the Northern Pacific, has received the medal of the Order of the 
Sacred Treasure from the Mikado of Japan for his services in 
the late war when he was colonel of allied railway operations 
in Siberia. He returned home about seven months ago following 
five years’ service in Siberia. 

S. W. Harris has been appointed general agent of the 
Tarnsmarine Lines, with headquarters at Birmingham. 

A. G. Payne has been appointed division freight agent of 
the Louisville & Nashville at New Orleans, following the resig- 
nation of G. S. Burnham. 

John C. Magness has been appointed assistant to the 
director of traffic of the Glass Container Association with head- 
quarters at New York. 

J. A. Scheuerman has been appointed coal freight agent 
for the Baltimore & Ohio at Baltimore, effective August 1. C. 
W. Shinnamon has been appointed coal freight agent at Cleve- 
land, from which position Mr. Scheuerman was promoted. 

W. C. Preston has been appointed traffic manager, with 
headquarters at Fort Worth, for the St. Louis-San Francisco & 
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Texas, the Fort Worth & Rio Grande, the Brownwood North & 
South and the Paris & Great Northern. 

C. O. Jackson has been appointed general freight and pas- 
senger agent, with headquarters at Dallas, for the St. Louis-San 
Francisco, the Fort Worth & Rio Grande, and the Brownwood 
North & South Railroads. 

J. A. Boyce, district freight representative for the Baltimore 
& Ohio, has been placed in charge of a newly created district 
freight office at Birmingham. His office will have jurisdiction 
over the state of Alabama at all points east of the Mobile & 
Ohio and over the state of Florida east of the Appalachicola 
River. 

J. L. Whittington, traffic manager of the Feeders Supply 
Company, of Kansas City, has been elected permanent chair- 
man of the transportation committee of the Feed Dealers’ Credit 
Bureau of Kansas City. 

E. E. Cooke has been appointed freight representative for 
the Merchants and Miners Transportation Company at Provi- 
dence, and L. G. Demond freight representative at Boston. 

Dixon S. Elliott, vice-president in charge of traffic of the 
American Railway Express Company, died in New York July 20, 
following an illness of about one month. 

Dr. J. G. Rutherford, a member of the Canadian Board 
of Railway Commissioners, died recently at Ottawa. He be- 
came a member of the board in 1918. No appointment of a 
successor has yet been made, but the name most prominently 
mentioned is that of Hon. Frank Oliver, Edmonton, formerly 
Minister of the Interior. 

D. M. Goodwyn, freight traffic manager of the Louisville & 
Nashville, died suddenly this week at Ludington, Mich., where he 
was spending a vacation. He retired as usual at night and was 
found dead in bed in the morning. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville is co-operating with 
the management of the Kentucky State Fair in the celebration 
of “Transportation Day,’ September 14. A special “Transporta- 
tion Edition” of the Louisville papers is being arranged for 
that day. A dinner dance is being arranged by the club for 
August 30. 





The American Association of Freight Traffic Officers will hold 
its annual meeting at St. Louis October 23. A program of 
speakers is being arranged for discussion of the problems of 
the freight traffic officer. Following the meeting a two-day golf 
tournament will be held at the Glen Echo Country Club. 





The Kansas City Traffic Club will hold a picnic at the Ican- 
hoe Country Club August 23. Baseball and dancing are among 
the features listed, 





The Traffic Club of Cleveland will hold its annual picnic 
August 20 at Cedar Point. A boat trip has been arranged to 
leave early in the morning and return about 8:30 in the evening. 


SHIPPERS’ ADVISORY BOARD 


The monthly meeting of the Trans-Michigan-Ohio-Indiana 
Regional Shippers’ Advisory Board will be held August 14, at 
10 a. m., in the rooms of the Detroit Board of Commerce, 
Detroit. Subjects for consideration are as follows: 1. Com- 
pletion of the composition of the board. 2. Election of six 
members to the executive committee. 3. Revision of rules of 
organization to perpetuate the executive committee and define 
its duties. 4. Revision of the list of standing committees. 5. 
Reports of standing committees. 6. Car service rules and how 
they are interpreted. 7. Method of handling publicity by the 
board. 8. Consideration of such other subjects as can be pre- 
sented under the rules. 


INTERLOCKING DIRECTORATES, ETC. 


Charles W. Johns was permitted to hold the position of chief 
engineer with the Chesapeake & Ohio and various other 
roads. 

The Commission permitted Owen W. Dynes and Carl S. Jef- 
ferson to hold positions with the Chicago, Milwaukee & St. Paul, 
Chicago, Milwaukee & Gary and other roads, 

William H. Williams was authorized to hold positions with 
the Albany & Susquehanna Railroad, Belt Railway Company of 
Chicago, and other roads, 


VARNISH RATINGS 


In I. and S. No. 1876, the Commission has suspended from 
August 4 until December 2 schedules as published in Supple 
ments Nos. 20 and 23 to Jones’ tariff I. C. C. No. 1331 and Sup- 
plements Nos. 20 and 23 to Leland’s tariff I. C. C. No. 1551. The 
suspended schedules, which are applicable from Chicago, Mem- 
phis, St. Louis and related points to Texas, provide that classifi- 
cation ratings will apply on varnish, solid colors, in lieu of the 
present provision, which states that paint rates are applicable. 
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fea“Ship by Water” 


DIFFERENTIAL RATES VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Aberdeen 
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Fireproof Warehouses on Track 





7 For the Storage of Merchandise rRoe 
e _Household Goods and Machinery B lti Phil d | hi 
We specialize in the DISTRIBUTION of local alumore, © hiladeiphia 
and pool car shipments and New York 
Consign via any Railroad into Denver Thru bills of lading issued to other Pacific 
: Free switching to Warehouse Coast Ports, Hawaii and the Far East 
1- Storage capacity 350,000 square feet For rates, dates of sailing and other intormation apply to 
so Insurance rate 15¢ WILLIAMS STEAMSHIP CO., Inc. 
Negotiable Warehouse Receipts Issued Moore and Water Streets, New York Telephone Bowling Green 7394 
e i " ‘ i ia, Pa. Pittsburgh, Pa. 
\d The Weicker Transfer & Storage Company Bae Sou Se Dresel Bldg. Oliver Bldg. 
of And at our Branch Offices at ports of call, etc. 
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" FREIGHT CAR REPAIR WORK | ILLINOIS NORTHERN 
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ine Freight Cars in our large new R. R. Penna. Railroad 
“a plants at Sharon, Pennsylvania, R28 ee ee oe ee 
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re- freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 
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the fabrication of underframes, 
ae center sills, draft arms, and | INDUSTRIAL LOCATIONS 
a similar car construction. Choice locations can be found on the line of the 
el- | 


ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 


vith | Chicago rates apply to and from all industries. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any = question relating to the law 

interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer Boge mes +0 practical traffic 
e t place 


blems. We do not desire to traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
vituation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Reparation—Time Within Which Complaint for, Must Be Filed 
With Interstate Commerce Commission 


Illinois.—Question: In February, 1921, we made shipment of 
three cars of brick from a point in Illinois to a point in Wiscon- 
sin on which was applied a through class rate as no published 
commodity rates were in effect. 


On May 6, 1922, the originating railroad published a com- 
modity rate which slightly reduced the class rate that was 
applied on shipments and we are now wondering if claim for 
reparation can be rightfully filed. 


Answer: Under the provisions of Section 16 of the Interstate 
Commerce Act all complaints for the recovery of damages must 
be filed with the Commission within two years from the date of 
the delivery of a shipment, unless the carrier, after the expira- 
tion of such two years or within ninety days before such expira- 
tion, begins an action for the recovery of charges in respect 
of the same service, in which case such period of two years 
shall be extended to and including ninety days from the time 
such action by the carrier is begun. 

Apparently your claim is barred from consideration by the 
Commission. 

Fourth Section Violations—Through Rate Exceeding Combina- 
tion of Terminal and Other Rate Factors 

Ilinois.—Question: Will you kindly advise with respect to 
the following: 

In a great many tariffs, rates are shown and designated as 
“Terminal Rates. Will not apply at intermediate points.” Others 
merely state that the rate is a “Terminal rate.” Do you have 
knowledge of any case, wherein these constricted rates were 
defended, where their use in combination with other rates, served 
to embarrass and lower published through or joint rates? 

It is understood that Fourth Section departures are author- 
ized as to points intermediate to the terminal point; but it is 
also apparent that should they be used as combination factors 
they would also create complications in rates to contiguous 
territory, that would tend to “break down” the preserved for- 
mula of the structure. Can you cite any instances where these 
features are involved? 

Answer: Any through or joint rate which exceeds the com- 
bination of intermediates is, under the wording of Section 4 
of the Act unlawful, but not necessarily, in accordance with the 
decision of the Commission in the American Shipbuilding case, 
77 I. C. C. 439, and cases cited therein, unreasonable. Therefore, 
whether or not in a given case the use of terminal rate, plus 
another factor or factors results in a violation of the Act, is, 
under the last referred to case, a question for determination by 
the Interstate Cothmerce Commission. There is no difference in 
effect, as we see it, between a question involving the reason- 
ableness of through or joint rates which exceed combination 
rates composed of a terminal rate and another factor or factors 
and combinations composed of other rates used as such factors. 
Overcharges—Voluntary Refund of Where Claim Presented 


Within Two Years From Date of Delivery 

Indiana.—Question: An interstate shipment moved in 
August, 1920. Charges were paid August 10th, 1920, claim for 
overcharge was filed September, 1920, and paid in March, 1921. 
In February, 1923, the accounting department of the railroad 
notified the freight claim agent of an additional overcharge due 
to a duplicate collection. The shipper was so notified, being 
requested to furnish the original paid: expense bill, the carrier 
advising that the additional overcharge would be refunded. 
Shipper furnished original expense bill in June, 1923, and was 
later advised by the carrier that refund could not be made owing 
to the decision of the Kansas City Southern vs. Harry B. Wolfe. 

In view of the fact that proper settlement was not made 
on the original claim, did the decision in the Wolfe case prohibit 
the carrier from making this refund? After a two-year period 
would a reopened claim be outlawed? 

Answer: If the Wolfe case has the effect, as the carriers 
construe it, of prohibiting the payment of overcharge claims 
after the expiration of two years from the date of delivery, 
your claim is barred at the present time. In this connection 
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see our answer, under the above caption, on page 114 of the 
7-14-23 Traffic World. 
Passage of Title as Affected by Term F, O. B. in Contract of Sale 

New Jersey.—Question: In the June 16th issue of The Traffic 
World you answered my question as to who assumes all costs 
and risks on an interstate shipment, that is sold F. O. B. ship- 
ping point, freight allowed. 

The second sentence in the second paragraph of answer 
seems to contradict to a certain extent the first sentence of the 
same paragraph. 

In the first sentence you state, by the seller paying or 
guaranteeing the freight, it will not prevent the delivery to the 
carrier from constituting a delivery to the buyer, whereas, in 
the second sentence you state the payment of freight by the 
seller will prevent the delivery to the carrier from being con- 
sidered a delivery to the buyer. 

Will you be so kind as to explain this further? Also state if 
the same conditions would apply on an intrastate shipment. 

We presume when you state “The Payment of freight by the 
seller, is, however, evidence to show that the seller assumed the 
duty of delivery at the point of destination,” that you mean, on 
goods sold F O. B. shipping point, freight allowed, the seller 
would assume all costs and risks. Are we correct? 

Answer: Where the duty of the seller is to send the goods 
to the buyer, the general rule is that delivery to a common 
carrier is equivalent to a delivery to the buyer himself, and 
particularly is this so if the carrier to whom the delivery is 
made has been designated by the buyer; the carrier is deemed 
the agent of the buyer and not the agent of the seller. Such 
delivery effects a transfer of title and is sufficient performance 
of the contract to enable the seller to maintain an action for 
goods sold and delivered, even though the seller pays the freight, 
though in controverted cases the payment of freight may have 
an important bearing in determining whose agent the carrier is. 
But if the delivery or shipment is not made in accordance with 
the terms of the contract it is not considered that the delivery 
is made to the buyer’s agent and the title and risk remain in 
the seller. 

Where the goods are sold F. O. B. shipping point, freight 
allowed, title to the goods, notwithstanding the allowance of 
freight charges, passes, in the absence of a different intention, 
as expressed in the contract of sale, to the buyer at point of 
origin, the risk of transportation being upon the buyer. The 
same rules govern intrastate and interstate traffic, in the absence 
of state statutes to the contrary. 

Rate Applicable to Valuation Declared at Time of Delivery to 
Carrier Must Be Assessed 

Wisconsin.—Question: A shipment of household goods from 
the east consigned to the owner at Milwaukee was released by 
shippers (who were acting as agent for the owner) to a valua- 
tion of 20c per pound. 

On arrival at Milwaukee the consignee refused to accept 
shipment on account of the high freight charges, stating that a 
valuation of 20c per pound was too high, and that 10c per pound 
would cover. Consignee was then informed by the local freight 
office that if a release was signed declaring the value to be 
not in excess of 10c per pound a correction would be issued re- 
ducing the freight charges accordingly. This release was given 
in writing, and before any inspection of the goods was made. 
Freight charges, however, were collected on the higher valuation, 
the railroad company then informing the consignee that the 
matter would have to be adjusted by filing claim. Claim has 
been declined, reference being made to Swift & Co. vs. U. S., 
255 Federal 292. Question is can the railroad hold the actual 
owner of the goods to a higher valuation, after the owner sign- 
ing a release to 10c per pound, this being done before any 
inspection of goods was made? Any reference you can give us 
as to court cases will be appreciated. 

Answer: In the case to which you refer, namely, Swift & Co. 
vs. United States, 255 Fed. 291, the court said: 


We are also convinced that still another reason exists for not 
applying this rule to this case. (Rule 11—Charges on L. C. L. basis 
and actual weight not to exceed charges on C. L. basis and mini- 
mum.) The character of this shipment, or any freight shipment, 
must be determined at the time the shipment begins, and cannot 
be changed, so far as the application of rates is concerned, by the 
subsequent conduct of either the consignor or consignee. Con- 
signor’s exercise of his right to stop a shipment in transit cannot 
relieve him of his obligation to pay the freight charges based 
upon the character of the shipment as it was originally begun. 
Nor would consignor’s determination, after a shipment has begun, 
to handle the freight differently from what it was originally billed, 
change the character of the shipment. 


We do not locate any other case which relates to this ques- 
tion, but our opinion is that it is not lawful for the carrier to 
assess charges on the shipment in question on any other basis 
than at the rate applicable to household goods when valued at 
20c per pound. 

Intermediate Rates Vs. Combination of Locals 

Colorado.—Question: Is an intermediate rate considered a 
“specific” rate under Rule 5 (c) as published in Southwestern 
Lines Special Circular 2H? 

In other words, if a combination of rates makes cheaper than 
an intermediate rate, may the combination rate be used? 
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Dollar Line MURSSN 


Express Freight Steamers EASTERN AGENTS 
Monthly MUNSON-McCORMICK LINE 


INTERCOASTAL SERVICE 






























Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 









Sailings from. ..Baltimore and New York 
SIDNEY M. 

HAUPTMAN— AUG. 18—AUG. 24 
MUNRIO — AUG. 30—SEPT. 5 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND AND 

SEATTLE 
Regular and Frequent Sailings Thereafter 











Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington), 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
~ Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


Dollar Steamship Line 


BALTIMORE—Continental Building NORFOLK—128 West Bate Street 
ON—111 Summer Street PHI LT weey Se. Feurth St. 
























Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 

















MUNSON STEAMSHIP LINE 


Munscn Building, ne boa St., New York 


Bra 
Chicago, St. Louis, Pacha, Baltimore 
Philadelphia, Mobile, New Orleans 






McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 


NAWSCO LINES pACIFICN 


st. INTERCOASTAL ‘3292 G (co pak 


DIRECT FREIGHT SERVICE 


Via Panama Canal 







PORTLAND PHILADELPHIA 
BOSTON NEW YORK 













































me and REGULAR SAILINGS 

LOS ANGELES PORTLAND rena 

. SAN DIEGO ASTORIA NEW ORLEANS — MOBILE 
4 SAN FRANCISCO SEATTLE GALVESTON — HOUSTON 
ot OAKLAND TACOMA ona 

- VANCOUVER Los Angeles Harbor, San Francisco, Portland, 


Tacoma, Seattle and other Pacific Coast Ports. 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transhipment at San Francisco. 


Through bills of lading, from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 





NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 


or ADMIRAL LINE Pacific Coast Ports 
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Has the Commission ruled on this question? If so, please 
advise the date of their ruling and where it is published. 

Answer: While we can locate no case which specifically so 
holds, it is our opinion that a rate made by the use of an inter- 
mediate clause is a specific rate and that, therefore, a com- 
bination rate, even though lower, may not be used so long as 
the through intermediate rate remains in effect. In this connec- 
tion see Rule 64 of Tariff Circular 18A, also Standard Oil Co. 
vs. Director-General, 66 I. C. C. 472, and W. H Warner & Co. vs. 
Director-General, 73 I. C. C. 523. 


Liability of Carrier for Damage by Fires to Property Adjacent 
to Side Tracks When Release is Signed by Owner Thereof. 


New York.—Question: We have been asked by the X Rail- 
road to sign an agreement releasing them from all liability by 
fire, which may be caused directly or indirectly by their engines 
while switching cars from our plant to their yards. 

All sidings and switches are our property. If our recol- 
lection serves us correctly, this question has been passed upon 
by the courts, and we would like your opinion as to the legality 
of a contract releasing a railroad from such negligence as a 
pre-requisite to a switching service. 


Answer: In West Virginia Pulp & Paper Co. vs. B. & O., 
84 S. E. 334, the court held that: A clause in a contract be- 
tween a railroad company and the owner of land adjoining its 
right of way, providing for the construction of a spur or side 
track, part thereof on the right of way and part on the adjacent 
land, for the mutual advantage of the parties, and, in considera- 
tion of the advantages and benefits to the latter, indemnifying, 
protecting and saving harmless the former against loss and 
damage or expense by fire to cars and contents standing on 
such siding, and releasing it, in general terms from all claims 
of whatsoever character for damages resulting to the property 
of the latter, by reason of fire originating from the engines and 
locomotives of the railroad company, releases it from damages 
by fire from engines and locomotives on the main lines of the 
railroad, as well as those on the siding. 


See also Mayfield vs. Sou. Ry. Co., 67 S. E. 132; Mann vs. 
P. M. R. R. Co., 97 N. W. 721: C. C. & O. Ry. Co. vs. Unaka 
Springs Lumber Co., 170 S. W. 591; Thirlwell vs. Payne, 196 
Pac. 1068 and cases cited therein, and Keystone Mfg. Co. vs. 
Hines, 102 S. E. 106. 


Under these decisions a provision releasing a carrier from 
liability for losses by fire resulting from the movement of 
trains over side tracks, whether located on property leased from 
a carrier or owned by the shipper, are valid and constitute a 
defense to the carrier when pleaded in an action for damages. 
Equalization of Empty and Loaded Mileage on Private Cars 

New York.—Question: We operate our own private tank car 
line and receive one and one-half cents per mile loaded and 
empty from the carrier for mileage. They render us a state- 
ment at the end of each six months’ period, namely, June 30th 
and December 3ist, showing any excess loaded or empty mile- 
age which we have on their lines. If the excess mileage is not 
equalized in the following six months, they bill us at tariff rates. 
We would thank you to advise us if there has been any recent 
rulings by the Interstate Commerce Commission regarding the 
collection by the carrier of the charges covering excess mileage 
not offset by loaded mileage in the following six months: 

Answer: We do not know of any opinion of the Commis- 
sion in which the propriety of the provision of Rule 11 of the 
Mileage Allowance Tariff, which provides that should the aggre- 
gate empty mileage on June 30th of each year exceed the aggre- 
gate loaded mileage, such excess must be paid for by the 
owner, either by an equivalent loaded mileage during the suc- 
ceeding six months, or at tariff rates without minimum, plus 
the mileage that has been paid by the railroads to the owners 
on such excess empty mileage, has been questioned. 

Issuance of Through Bills of Lading in Connection 'With' 
Carriers by Water 

Delaware.—Question: Is it permissible to issue through bills 
of lading from eastern interior points via rail and water to 
Pacific Coast points where there is no tariff publishing through 
rates, although the boat lines in question have filed rates with 
the Interstate Commerce Commission? 

My understanding, according to Conference Rule No. 321, is 
that this would be permissible; but, however, the railroad com- 
pany in questicr si “f Jading unless 
destination is shown as point where boats line docks. 

Answer: So far as we can see, there is nothing to prohibit 
the issuance by the carrier of through bills of lading from 
interior eastern points to Pacific Coast points, where rates 
of the boat lines are on file with the Interstate Commerce 
Commission. 

Damages—Measures of, for Loss of Coal 

New York.—Question: We recently had occasion to- file 
claim with carrier in connection with loss of 8,700 pounds of 
bituminous coal, which leaked from a car en route. The leak- 
age and loss of this coal was discovered by the railroad com- 
pany and reported to our factory on a form in connection with 
such losses. 

This coal was billed to the carrier at $4.00 per ton and with 
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our claim we furnished the carrier with certified copy of the 
coal company’s invoice from whom the coal was purchased. 

The railroad company now advises that the grade of coal 
that was lost has been classified by the Coal Trade as having 
a market value at destination when and in the condition in 
which it should have arrived at $3.50 per ton, and they are 
requesting us to amend our claim to that basis which you will 
note is 50 cents less per ton than our factory was obliged to 
pay for the coal bought. 

In view of the fact that our factory was obliged to pay $4.00 
per ton to the coal company from which this coal was pur- 
chased, in our opinion the railroad company should settle our 
claim on that basis, and we will thank you to advise us if we 
are not within our rights in claiming that basis of settlement. 

Answer: The market value at destination, less the freight, 
if unpaid, and not the purchase price, is the measure of dam- 
ages for the loss of goods in transit. See M. J. & K. C. vs. 
Robbins, 48 Southern 231, in which the court said: 


We cannot concur in the argument of appellee in support of 
the instruction. It is very easy to imagine a case, which might 
very readily occur, in which the purchaser of cotton might actually 
pay two or three times the market value of cotton in order to 
meet some contract of delivery, upon the meeting of which con- 
tract his credit and business entirely depended. Again, purchaser 
might pay, being a bad judge of cotton, very much more for the 
cotton than its market value. Manifestly, all that he could re- 
cover of the carrier for the failure to deliver would be, not what 
he might pay, but what the market value of the cotton was. 


Where there is no open market, the price fixed in the con- 
tract of sale is some evidence of value. Feelyater vs. C. M. & 
St. P., 1909 N. W. 193. See also Atlantic Coast Line R. Co. 
vs. Stovall-Pace Co., 118 S. E. 62. 

Liability of Carrier for Loss of Coal 

Indiana.—Question: On page 210 of the Traffic World issue 
of July 28th, party from Indiana questions the carriers liability 
for loss of coal and in your answer you state that proof of 
delivery of a certain amount of coal to a carrier and proof of 
the delivery of a lesser amount at destination makes a prima 
facie case and the burden is then upon the carrier to show 
that loss occurred from a cause or the consequence of which, 
under the law, it is not liable to the shipper. 

Will you kindly advise us whether or not there are any 
court decisions or Commission Rulings covering a case of this 
nature as we have at the present time several claims which 
the carriers refuse to recognize 

Answer: We do not locate decisions of the courts dealing 
with the liability of a carrier for loss of coal in transit, but 
there are several decisions of the courts, some of which are 
quite recent, in which the question of the liability of the carrier 
for loss of grain in transit has been at issue. These cases are 
as follows: Shellabarger Elevator Co. vs. Ill. Cent., 116 N. E. 
171 (Supreme Court of Ill. 1917); National Elevator Co. vs. 
G. N. Ry. Co., 163 N. W. 164 (Supreme Court of Minn., June 
15, 1917); Morris vs. M. St. P. & S. S. M., 141 N. W. 204 
(Supreme Court of N. D. April 14, 1913); Baker vs. H. Detlinger 
Roller Mills Co., 208 S. W. 798 (Court of Civil Ap. of Texas, San 
Antonio, May 1, 1918); Nye-Schneider-Fowler Co. vs. N. W. Ry. 
Co., 182 N. W. 967 (Supreme Court of Nebraska, May 6, 1921). 

Very much the same principles govern the carriers liability 
for loss of coal, allowance being made, of course, for the dif- 
ference in the manner of transporting the two commodities. 

Unclaimed Shipments—Notice of, to Shipper 

Oklahoma.—Question: In the “Questions and Answers” we 
note the question and answer of Illinois on page 208, your 
issue of July 28th in reference to destination agents notifying 
consignors of undelivered freight. 

In stating that it is your understanding that carriers are 
not required to send notice to shipper of undelivered less-carload 
shipments for 15 days, what would you say of semi-perishable 
merchandise such as candy, cookies, cakes, cured meats, etc.? 

It is our opinion that these semi-perishable commodities 
should not be left in freight stations for 15 days without atten- 
tion. What is your opinion? 

Answer: The rule in question, as it reads at the present 
time, was evidently framed without regard to the nature of the 
commodity shipped, unless the third paragraph of the rule, 
which states that where the consignor requests that notice of 
unclaimed or refused shipments be sent by telegraph, this may 
only be done at his expense, is intended to take care of tha 
matter. 

However, it will be observed that in the uniform Demur- 
rage Tariff there is a provision for the sending or giving of 
notice to the consignor of unclaimed perishable carload freight 
within a much shorter time than that which applies to other 
unclaimed freight and it seems to us that it would be reasonable 
for the carriers to incorporate a similar provision in the uniform 
storage tariff. 

Conflict Between Bill of Lading and Shipping Directions 

Indiana.—Question: Recently, we filed with a certain cal- 
rier four claims for overcharge as the result of mis-routing o2 
cars destined to eastern destinations. 

The facts, briefly outlined are as follows: We are manu: 
facturers and shippers of poultry and dairy feeds, which products 
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Oregon Transfer Co. 


ESTABLISHED 1868 





The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 


Let us show you how to re- 
duce your overhead and increase 
your profits. 


Four warehouses, 255,000 sq. 
ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


No switching charge on C. 
L. shipments. 





Our Slogan: Satisfactory Service 
Makes Satisfied Customers 


Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicage Office: 123 West Madison Street 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 


The Home of the World’s Largest 
Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 
Automobiles 
and 


Pool Car Distribution 


Lowest Rates, Insurance 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 


Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Trackage Facilities 500 Cars 


Our Own Fleet Motor Trucks 


An organization of experienced operatives permitting 
unexcelled service at all times 


Information gladly furnished 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 
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are accorded transit privileges under an agreement with the 
Transit Bureau at this point. When we issue a bill of lading 
we also issue a shipping direction, which form is supplied by 
the Transit Bureau and on which form they insert the rates 
applicable on the tonnage reshipped. Both the bills of lading 
and the shipping directions carry a specific route which we 
insert thereon. In the cases under consideration, the car- 
riers have declined the claims by reason of the fact that the 
bills of lading did not carry both a rate and a route. It is our 
contention since the rates which are inserted on the shipping 
directions by the Transit Bureau, who is the carriers represen- 
tative, that we are within our rights in considering such rates 
as having been inserted on the bills of lading. 

However, since we are not entirely clear on this point, will 
appreciate your opinion in this matter, giving legal decisions, 
if possible. 

Answer: The only cases which we can locate which relate 
to facts in any way similar to those in the instant case are 
Evens & Howard Fire Brick Co. vs. Wabash R. R. Co., 26 
I. C. C. 152 and American Agricultural Chemical Co. vs. B. & 
A. BR. BR. Co., Wi. C. C.. 586. 

Under the holdings of these cases where, as is apparently 
true in the instant case, it is customery for the carrier to rely 
upon instructions shown in the shipping orders or directions, 
the carrier is not liable for misrouting in forwarding the ship- 
ment in accordance with the instructions shown in the ship- 
ping order. The reverse of this should likewise hold true and 
the carrier be liable for misroute in failing to forward ship- 
a in accordance with the provisions of the shipping direc- 

ons. 
Cars Held for Delivery to Switching Lines 


Pennsylvania.—Question: Under date of May 26th, 1923, 
we shipped a car of lumber from Willow Creek Spur (Claussen), 
S. C., on the Seaboard Air Line, consigning the car to John 
Jones, Richmond, Va., R. F. & P. R. R. delivery. 

The car arrived, but the S. A. L. at Richmond refused to 
delivery the car to the R. F. & P. until freight charges were 
prepaid. The consignee refused to prepay the charges until 
$43 demurrage had accrued. The charges were then prepaid 
and the car switched to the R. F. & P. tracks. 

We will appreciate your advice as to whether the position 
taken by the S. A. L. was correct, whether they should have 
required the charges prepaid before delivery to R. F. & P., 
bill of lading calling for this delivery. We feel that the bill 
of lading hadn’t been met. The S. A. L. quote as their au- 
thority for this Item No. 4 of Seaboard Terminal Tariff No. 2, 
I. C. C. A6826, Sh 17904. 

We will appreciate your 
Commission decisions, if any. 

Answer: Your letter does not give all the facts relating to 
the accrual of the demurrage charges. 

However, see the Commission’s opinion in Docket 12021, 
Excelsior Shook & Lumber Co., Inc., vs. S. A. L. Ry. Co., 66 
I. C. C. 241, and the cases cited therein, from which it appears 
that where proper notices are sent by the carriers involved and 
there is a tariff provision requiring the payment of freight 
charges before delivery to a switching line, demurrage charges 
are properly assessable. 

Under the provisions of Section 16 of the Interstate Com- 
merce Act all complaints for the recovery of damages must be 
filed with the Commission within two years from the date of 
the delivery of the shipment covered thereby. 


advising Interstate Commerce 


LUMBER SHIPMENTS 


Although the national lumber trade, as reflected by reports 
from 398 of the larger commercial mills of the country to the 
National Lumber Manufacturers’ Association, fell off slightly 
last week, new business was up to the average of May and 
above that of June and the first part of July. While production 
declined from the high levels of May and June it is still in 
excess of shipments and orders. The general lumber move- 
ment is larger than at this time last year. Unfilled orders of 
the West Coast Lumbermen’s Association’s mills increased 
5,000,000 feet and those of the Southern Pine Association de- 
creased 4%4 per cent, as compared with the preceding week. 

For all the reporting mills shipments were 88 and new 
business 82 per cent of production last week; for the Southern 
Pine mills, the percentages were 95 and 82, respectively, and 
for the West Coast mills 93 and 91. Most of the reporting 
mills have a normal production figure for the week, and accord- 
ing to that their actual production was 105, shipments 96 and 
orders (new business) 90 per cent. 

The statistics of actual production, shipments and orders 


for last week, the corresponding week of 1922 and week before 
last, revised, follow: 


Last Corresponding Preceding Week, 
Week, Feet Week, 1922 1923 (Revised) 

IES LR Ok IE haha ee ape 398 374 405 
ES a 266,351,129 218,051,775 280,862,205 
Ee ce v4oie 3 oer 234,898,115 208,924,740 241,024,904 
ME Sng icc evcn been ven 217,388,680 210,434,740 224,811,853 
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The following figures compare the lumber movement of the 
first 31 weeks of 1923 with those of 1922: 


Production 


Shipments Orders 
(we ee 7,721,843,457 7,822,136,135 7,782,481,764 
SOGR & Gh... ccs anes 6,349,927,466 6,414,623,202 6,780,732,926 
1923 Increase .......... 1,371,915,991 1,407,512,933 1,001,748,838 


The Southern Pine Association reported from New Orleans 
that orders received during the week ending August 3 were 10 
per cent less than for the previous week. Average shipments 
declined 4 per cent and production was 7 per cent below normal. 
The average of unfilled orders per mill decreased 4.25 per cent. 
The mills are nearly all operating full time and some are work- 
ing double shift. 

The West Coast Lumberman’s Association wired from Seattle 
that production for last week was 20 per cent above normal, 
new business 9 per cent below production and shipments 3 per 
cent above new business. Of all new business taken during 
the week, 44 per cent was for future water delivery, amounting 
to 41,785,854 feet; of which 28,711,909 feet was for domestic 
cargo delivery, and 13,073,945 was for export. New business 
by rail amounted to 1,601 cars. Thirty-six per cent of the 
week’s lumber shipments moved by water, amounting to 35,635,- 
231 feet, of which 25,420,015 moved coastwise and intercoastal, 
and 10,215,216 overseas. Rail shipments totaled 1,891 cars and 
local deliveries 5,583,527 feet. Unfilled domestic cargo orders 
totaled 131,560,140 feet, and unfilled export orders 70,839,692 
feet. Unfilled rail trade orders are 5,882 cars, (approximately 
117,640,000 feet). 

The North Carolina Pine Association reported for Norfolk, 
Virginia, that orders of its member mills ran about the same 
as the previous week, which more than doubled the week before. 
For the first time since February, orders are receiving ship- 
ments, though both orders and shipments for last week were 
slightly under production. Demand is undoubtedly heavier 
but production is being held down by shortage of labor. 

The California White and Sugar Pine Association wired from 


San Francisco that all the factors governing lumber manufac- 
turing were favorable. 


FRUIT AND VEGETABLE SHIPMENTS 


Loading of fruits and vegetables in the week ended August 
4 totaled 14,409 cars, according to the weekly review of the 
Bureau of Agricultural Economics of the Department of Agri- 


culture. The totals from the weekly summary of carlot ship- 
ments follow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipts of late and corrected reports from the railroads, 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one more of the states in that group. 


Tuesday, August 7, 1923 


Total Total 
this last 
July 29- July July 30- season season Total 
Aug. 4 22-28 Aug. 5 to to last 
1923 1923 1922 Aug.4 Aug. 5 season 
Apples— 
TOtAl .cciccss 792 845* 684 3,812* 4,013* 112,182 
Cabbage— 
3 a 211 155* 168 13,373*  17,467* 40,950* 
Cantaloupes— 
WL. nlocaunres 1,584 1,181* 1,845 16,964* 22,121 30,126 
Celery— 
| 36 37 53 6,600 5,053 14,782 
Grapes— 
| 448 120 364 851 620 59,886 
Lettuce— . 
“are ee 511* 373 21,102* 17,317 22,031 
Mixed Vegetables— _ 
re 2 587 607 13,853 11,369 19,775 
Onions— 
J | rr 546 408* 366 5,936* 8,283 29,362 
Peaches— 
ae 2,837 3,894* 2,189 14,223* 13,187* 38,318 
Pears— 
| ee 918 824 936 3,973 2,348 20,449 
Plums and Prunes— 
| Peer 127 * * 2,064 7 s 5,021 
Sweet Potatoes— 
WOE | cecees 67 68 92 217 450 21,446 
Tomatoes— 
2 Sere 210 181* 203 14,968* 18,010 26,499 
Watermelons— 
» SS 2,697 3,122* 2,993 22,155* 38,916 47,070 
White Potatoes— + 
| | er 2,665 2,924* 2,842 37,833* 50,182*  251,644* 


* *Unavailable. ; 
*Includes all delayed and corrected reports received to date. 


EXPLOSIVES ORDER AMENDED 


The Commission has amended paragraph 1 (a) of shipping 
container specifications No. 8 of its regulations for the trans- 
portation of dangerous articles by changing it to read as follows: 


Cylinders must be made of open-hearth steel. Cylinders made in 
foreign countries must not be used in domestic traffic in the United 
States until a chemical analysis of material and tests, as_ specified in 
paragraphs 1, 4 and 13, have been carried out within the limits of 
the United States and under the supervision of a competent and dis- 
interested inspector approved by the Bureau of Explosives. 


The amendment becomes effective immediately. 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Buffalo, N. Y. 















W. J. CONNERS, SHERMAN J. SEXTON, 
Chairman of Board Vice- 
Buffalo, N.Y. Buffalo, N. Y. 


J. C. EVANS, President, 
Buffalo, N.Y. 


W. R. EVANS, Auditor, 
Buffalo, N.Y. 






























E. C. ANDREWS, J. F. TREBLE, 
Vice-President, Freight Claim A 
Buffalo, N. Y. F. A. STANLEY Buffalo, N.Y. 
H.S. NOBL mitiper . G. C. WILLIAMS, 
Vice Preside Freight Traffic Manager, ‘General Manager and 
Buffalo, N. Y. Buffale, N. Y. General ba neg 
inn. 


FREIGHT SERVICE. 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 


+ . board, Eastern Basing points, also Lake Ports; and 
Between point of shipment Western and Nortnwestert points, including Chicago, 
and point of destination apolis, St. Paul and pointa beyond, = 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 


FTER your goods have left your door and points in the same general territory to Duluth, St. 
and before they arrive at destination Paul and related points. 
they are out of your hands. Under arrangements with connecting rail lines this Cor- 


poration maintains a service via rail-and-lake between 


Transportation, trucking and transfer risks Eastern points and territory in the West, Southwest and 


are many. Northwest, including Pacific Coast. 

What will best protect your goods enroute? INFORMATION FURNISHED SHIPPERS OR RE- 
; : , CEIVERS ON APPLICATION WILL DISCLOSE A CON- 

A Transportation Policy with the Insurance SIDERABLE SAVING IN RATES AS COMPARED 

Company of North America will insure you WITH ALL-RAIL. 


against loss resulting from fire, flood, colli- In order to secure the benefit of our unexcelled rail-and- 


sion, theft and other perils, not only while lake service, combined with the saving in rates, shippers 
your goods are in carrier’s hands, but at should mark their bills of lading plainly, “care Great 
every point from warehouse to warehouse. Lakes Transit Corporation. 

 atel d Nosth America Teansporteti Address FP. A. Stanley, Freight Traffic Manager, Great 
Peley ts poecratieliaenor Over a i area Lakes Transit Corporation Building, 223 Erie St., Buffalo, 


N. Y., or any of the agents mentioned below. 
a-quarter record of paid obligations is behind ‘ ° . - 
every North America Transportation Policy. AGENCIES 
Boston, Mass.—539 Old South Building. Milwaukee, Wis.—19 West Water St. 
P. L. Stuart, New England Agent. Vv. F. Carbone, General 


; FE. t. 
Ask a North America agent Buffaio, N. Y.—Great Lakes ‘Transit Minncapolls, “Minn. —1i20 Metropolitan 
e 


write to Department 2 Corporation Bldg., 223 Erie St. Building. 
a - W. J. Meagher. t. W. J. Elliott, General 
Chicago, !11.—233 East North Water St. New York, N. Y.—299 way 
. Hogan, eral — (Barclay Building). 
Cleveland, 0.—Lake Front, Foot Ninth W. B. Riddle, General Agent. 
n S ur a nc e oO m a n oO Street, ‘N. W. Philadelphia, Pa—452 The Bourse. 
M. 8S. Mead, General Agent. W. H. Zeliff, Agent. 
Detroit, Mich.—Foot of Cass Street. Pittsburgh, Pa.—1826 Oliver Building. 
* P. B. Bourke, General Agent. L. B. Williams, General Agent. 
r er Duluth, Minn.—Palladio pen St. Paul, Minn.—315 Pioneer Building. 
oO Geo. C. Williams, General Western C. BR. Reeve, General Agent. 
on pone. eae a 4 ont Marie, Mich.—Kemp’s Dock. 
Third and \ Walnut Streets s a. i Bryan, General ~ Agent. Washington, Do aa8, Mills Building. 
i i oughton, e Roy: Agnew ers, Agent. 
oe C. O. Berglund, General Agent. 












“ 7 Fi d Mari C om . ; 
i saleet anno pe Founded 1792. erases a sae Cruise the Great Lakes this summer on the 


Great Lakes Transit Corporation 
Steel Steamers 


TIONESTA JUNIATA OCTORARA 


**The World’s Finest Cruise’’ 
Orchestra Dancing 


Ask Anyone Who Has Made the Trip 
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PURCHASE OF IRONTON STOCK 


The Trafic World Washington Bureau 


In a joint application filed with the Commission the Lehigh 
Valley Railroad Company and the Reading Company have asked 
for authority, under paragraph 2 of section 5 of the act, to pur- 
chase, in equal shares, the entire capital stock of the Ironton 
Railroad Company, consisting of 15,000 shares of the par value 
of $50 each, for the total price of $1,400,000. 

The applicants explained that the Reading Company was 
presently not a carrier by railroad but a proprietary company 
owning stock and bonds of the Philadelphia & Reading, the Cen- 
tral of New Jersey, and other railroad companies. They set 
forth that the Reading Company owned a large majority of the 
stock of the Catasauqua & Fogelsville Railroad Company, oper- 
ated as a part of the Philadelphia & Reading system, which forms 
the connection between the Ironton and the Philadelphia & 
Reading system. They further explained that, under the third 
modified plan for segregation of the properties and interests of 
the Reading Ccmpany, in accordance with the decree of the 
United States district court for the Eastern district of Pennsyl- 
vania, it was proposed to consolidate the Reading Company and 
Philadelphia & Reading, forming a common carrier by railroad 
subject to the interstate commerce act. 


The proposed acquisition of control of the Ironton, the ap- 
plicants said, will be in the public interest in that it will secure 
the continuance of the close relations and important traffic in- 
terchanges which for many years have existed between the 


Ironton and Lehigh Valley and the Philadelphia & Reading sys- 
tem. 


The Ironton extends from Hokendauqua to Siegersville, 
with branches to Coplay and Ironton, all in Pennsylvania, a total 
distance of 12.06 miles, and has, in addition thereto, 5.26 miles 
of sidings, making an aggregate mileage of 17.32 miles. The 
Ironton connects and interchanges freight with the Lehigh Val- 
ley at Coplay, Hokendauqua and Catasauqua and connects with 
and interchanges freight with the Catasauqua & Fogelsville at 
Catasauqua. The Ironton and the Lehigh Valley both have 
tracks between Catasauqua and Hokendauqua, but the lines are 
not competing, the Ironton being merely a feeding or switching 
line, the applicants said. They added that the Ironton does not 
compete with any part of the Philadelphia & Reading system. 
The applicants said they had agreed to pay to the Thomas Iron 
Company, the present owner of the entire capital stock of the 
Ironton of par value of $800,000, the total sum of $1,400,000, a 
price of $87.50 per share of the par value of $50 each. The 
applicants said there was no market quotations on the stock of 
the Ironton, for the reason that it was and had been owned for 
a long time by the Thomas Iron Company. They said they had 
agreed on the price set forth in the belief that, based upon the 
value of the traffic interchanged with said carrier, the purchase 


of the stock on the aforesaid terms would be advantageous to 
the applicants. 


MILWAUKEE MAKES TWO POINTS 


The Trafic World Washington Bureau 
In a brief in support of the examiner’s report on No. 14167, 
Chicago, Milwaukee & St. Paul vs. Union Pacific et al., attorneys 
for the complainant put forth arguments on two points made 
in the brief of the defendants, namely, the question of undue 
prejudice and the weight to be attached to the contract between 
the Milwaukee and its connections respecting joint rate and 
through route arrangements. The Milwaukee urges the adop- 
tion of the report, which was in favor of its contention that it 
was entitled to through route and joint rate arrangements via 
its western gateways, Plummer and Marengo, with the Oregon- 
Washington part of the Union Pacific system, similar to those it 
contended existed between the Union Pacific and the Northern 
Pacific, Great Northern and Canadian Pacific. 


The Milwaukee’s lawyers said the exceptions of the at- 
torneys for the Union Pacific, which they called very concise 
and intelligible, reduced the issues for discussion to narrow 
limits. The central issue they presented, the Milwaukee’s 
lawyers said, was whether a contract between the complainant 
and defendants ousted the jurisdiction of the Commission in this 
case and rendered any attempt at regulation by it impotent. On 
that point they said they desired to answer the contentions of 
the defendants, that “the action of the Milwaukee in instituting 
this proceeding savors of a suit to rescind a contract” and that 
‘no jurisdiction has been conferred upon this Commission to 
rescind contracts” * * * and “such a case calls for the 
exercise of powers of the judicial department of the government.” 

The Milwaukee said the contract was brought into the case 
by the defendants and not by it. It said it made no mention of 
the contract in its petition nor in any of the evidence. It said 
the contract was brought into the case by the defendants. It 
said the record made it appear the contract was brought into 
the record subject to the objections of the defendants. 

“It would be more true to the facts,” said the Milwaukee, 
“to say that bringing the contract into the case savors of an 
attempt on the part of the defendants to give the proceeding the 
nature of a bill for specific performance. 
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“Let it be clearly understood, however, that complainant is 
not asking the Commission, either directly or indirectly, to pass 
upon any contract existing between the parties. Its position is 
that the Commission is not concerned in any degree with the 
wording of the contract which the defendants have brought into 
the case. Complainant concedes this contention (that no judicial 
power had been conferred upon the Commission to rescind con- 
tracts). In considering the limitations to which this contention 
is necessarily subjected we would point out that a private con- 
tract between two railway common carriers can be given no 
construction or effect either by courts or commission that would 
oust the proper regulatory body from the exercise of regulatory 
powers and duties such as are conferred by the interstate com- 
merce act.” 

The complainant also dealt with the contention of the de- 
fendants that the evidence showed there was no unjust dis- 
crimination “and on this issue the examiner holds with the 


- defendants.” The Milwaukee said the examiner did not hold 


with the defendants but said that it was questionable whether 
the evidence afforded by the record was sufficient upon which 
to base a finding. The Milwaukee’s lawyers then went on to 
restate the facts tending to show there was much unjust dis- 
crimination and that the facts set forth constituted unjust dis- 
crimination against the Milwaukee and undue preference for 
its competitors. They also traversed the contention of the 
defendants that the interests of the public were not involved 
in the proceeding by saying the public was deprived of certain 
reconsignment privileges by the absence of joint rates and also 
that the number of through routes was smaller than it would 
be if the Milwaukee were included in through routes. 


C. C. & O. LEASE 


(Special correspondence from Atlanta, Ga.) 


The petition of the Atlantic Coast Line and Louisville & 
Nashville to lease the Carolina, Clinchfield & Ohio was dis- 
approved this week by the Georgia Public Service Commission 
after a hearing lasting two days. The petition was referred by 
the Interstate Commerce Commission to the states affected 
under provisions of the transportation act. 

The two railroads sought to lease the Carolina, Clinchfield 
& Ohio road for a period of ninety-nine years. The Seaboard 
Air Line and the Georgia & Florida Railroads entered objec- 
tions. It was contended that the lease would affect the Western 
& Atlantic railroad, owned by Georgia, and operated by the 
Nashville, Chattanooga & St. Louis Railway, which road is 
owned by the Louisville & Nashville. It was said that at the 
expiration of the present lease, the L. & N. would not be as 
much interested in renewing the lease as, if the petition were 
granted, it would have an alternate inlet to the southeast. 


GEORGIA LINES SHOW PROFIT 


(Special correspondence from Atlanta, Ga.) 

Out of twenty short line railroads operating in Georgia, 
twelve reported a profit in July to J. A. Streyer, traffic manager 
for the American Short Line Railroad association, while in 1921 
only three of the short line roads were being operated on a 
profitable basis, it was announced this week. 

The fact that the short line roads are compelled to rent cars 
from the larger roads is assigned by Mr. Streyer as the reason 
for the loss in operating expenses by some of the roads. 

“The rental charge of $1 a day, together with the average 
detention of each car on the short lines of about four and one 
half days,” said Mr. Streyer, “‘constitutes a pretty severe burden 
on the revenues of the short line roads. 

“However, if the railroads continue to work out their prob- 
lems without any radical changes in the basic laws under which 
they are operating, the short line roads hope to see their finan- 
cial position improved until they can get out of the convalescent 
class.” 

Mr. Streyer pointed to a 13 per cent average decrease in 
freight rates in the last two years. He declared that the reason 
for the improvement in short line finances lay in two years of 
“legislative peace,” affording them a chance to get things work- 
ing under the transportation act of 1920. Some of the roads, 
however, he said, were working under a handicap and could 
not stand radical legislative changes. 

“Most of them are still pretty close to the danger point,” 
said Mr. Streyer. “Within the last month, the Savannah and 
Southern, thirty-three miles long, has been sold for junking and 
the Gainesville Midland has applied for permission to abandon 
about forty miles of its line. 

“If radical changes are made in the transportation act, in 
the direction of an arbitrary reduction of rates through congres- 
sional action, or if railroad investment is partially confiscated 
through an unreasonably low valuation being put on it, few of 
the short lines will be able to stand the strain. It may just 
cripple the big fellows, but it will finish most of the little ones. 

“Naturally, the short lines are interested in what may be 
done at the next Congress for that reason. In the meanwhile, 
their business is improving and they are more hopeful of the 
future than they have been since the end of federal control.” 
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Of the sixteen railroad 
lines entering Peoria, 
the Peoria and Pekin 
Union Railway Com- 
pany, a terminal and 
switching line, is the 
connecting link used in 
the interchange of all 
the trafic between 
Eastern and Western 
lines and the greater 
portion of traffic be- 
tween Northern and 
Southern lines passing 
through the Peoria 









































Transfers of traffic be- 
tween these many line- 
haul carriers are made 
within a few hours by 
the use of the facilities 
of the Peoria and Pekin 
Union, while a much 
longer period is re- 
quired for such inter- 
change of traffic 
through some of the 
larger and congested 
gateways. Traffic is 
handled with sufficient 





gateway. 
















dispatch to avoid con- 
gestion, thus affording 


‘ i ; ; pany ‘ regular and expeditious 
Peoria and Pekin Union Railway Company has unexcelled facilities for carrying on service in the move- 


local and industrial traffic at and between Peoria and Pekin, Illinois, and serves ment of all through 
efficiently all industries located upon its rails. traffic. 


PEORIA & PEKIN UNION RAILWAY @ 








View of the Port of Seattle. Hanford Street Terminal. Public Grain Elevator 


We are prepared to store and ship your bulk and sacked 
grain. Ample car storage and fast loading out 
conveyor equipment is provided. 

Route your grain via Port of Seattle Terminals. 
PORT OF SEATTLE — SEATTLE, WASHINGTON 
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HAVE THE CARRIERS MADE GOOD? 


Editor The Traffic World: 

Have the carriers made good from the standpoint of the 
commercial world? Beyond a shadow of a doubt they have. 
They are moving a larger volume of traffic today and moving 


it faster and in better condition than ever before in the history 


sk 


‘as from Virginia. 


of transportation. 

The carriers seem to have at last realized that service is 
what counts, and freight traffic is rolling almost on passenger 
schedule. To cite a specific case, this firm receives a car of 
beverage from Milwaukee every week. These cars move from 
Milwaukee to Norfolk in eight days and they roll in to Norfolk 
on the eighth day almost like clock work, they move over four 
lines, and are barged across from Newport News to Norfolk 
on a car float, which is necessarily a slow movement. It is 
hard to imagine a much more difficult route for fast freight to 
move over than this is, but in spite of that fact, these cars 
make schedule time. 

The car load freight service which we are getting from 
Cincinnati to Norfolk is really wonderful considering the 
volume of traffic which is moving over this line; and the offi- 
cials in Norfolk are co-operating with the public in every pos- 
sible way. 

The carriers as a whole have learned that “co-operation 
pays big dividends” and are doing all that could be asked to 
promote good feeling between the carriers and the shippers. 
We still have trouble with some of the smaller lines, but this 
is because they are still in the hands of old officials, of before 
the war days, which have not become instilled with the spirit 
of co-operation which is permeating the larger carriers. 

I regret to note a movement on foot among a certain class 
to start an agitation for a general reduction in freight rates. 
In my opinion, a general reduction in freight rates at this time 
would be almost suicidal for the carriers. They are just be- 
ginning to get on their feet now, and a general rate reduction 
would probably throw them back where they were two years 
ago. General business in this country is dependent on its 
transportation facilities; therefore, to cripple our transportation 
service would mean to cripple our entire business world. We 
had better, by far, allow our rate levels to remain where they 
are and demand good service of the carriers. Take for instance 
the case of beverage from Milwaukee which I mentioned above. 
The present rate on this commodity is .53%c per 100 Ibs. 
In the old days these cars*would require about fifteen days to 
come through. Had we‘not better pay the present rate for the 
prompt service than pay 10 per cent less rate for the old time 
service? Why, the rapid turn over of the capital invested is 
worth the difference in rate. 

There are some grave discriminations in the present rate 
structure and they should be, and must be corrected. Norfolk 
suffered more from the I. C:; C. decision in the North Carolina 
rate case than any other section, but this was more our own 
fault in not protecting our own interest than the fault of the 
carriers. I have always taken the position that the carriers 
would just as soon collect their revenue from North Carolina 
The discrimination brought about by this 
case will be corrected in due time and, certainly, a general rate 
reduction would not help us any. I believe the carriers as a 
whole have the interest of our city at heart. I only know of 
one transportation official who seems to have a grudge against 
Norfolk, but I would like very much to see him muzzled and 
hog tied. 

The commercial public seems to have at last realized that 
the interest of the carriers is our interest and I believe if we 
can only control “Murderers’ Row” in congress, our transporta- 
tation problem is solved. . When I say ‘“‘Murderers’ Row” I 
refer to LaFollette, Brookhart & Co., for I believe, if given a 


free hand, these politicians, who probably Know no more about: 


transportation than.:I know about politics, would soon place the 
carriers in the hands of* the government and that would be 


jmurder, pure and simple. 


I believe by the time our next congress assembles, public 


sentiment will be so aroused that we will be able to control 


these rabid politicians. At any rate let us hope so. 


W. B. Jester, 
Traffic Manager, 
D. Pender Grocery Co. 


NO CHANGE IN TRANSPORTATION ACT 


Carl Stripp, traffic manager of the National Malleable 
Castings’ Company, Cleveland, has written the following letter 
to Senators Fess and Willis and Congressmen Burton, Mooney 


Norfolk, Va., Aug. 6, 1923. 


:and Crosser, of Ohio: 


Present indications are that at the next session of Congress, at- 
tempts will be made through several sources to inaugurate further 
restrictive transportation measures as well as drastic and radical 
changes in the transportation act of 1920. 

Exercising my privilege as a voter and speaking from experi- 
ence as the traffic representative of a company having immense 
shipping relations with carriers in all sections of the country, per- 
mit me to say that I view any change in the transportation act 
of 1920 at this time and for the next few years as a decidedly dan- 
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gerous procedure. The act as_ now on the statutes is satisfactory 
to both shipper and carrier and I hope that it will be your purpose 
and pleasure as our representative to emphatically oppose any 
change at this time. f 

Anything which may be done to further restrict our splendid 
transportation system can only tend to force a chaotic and disas- 
trous condition, ‘seriously affecting the very economic principles 
upon which our government is founded and wherein lies our 
strength and independence. 

Everything possible should be done to further protect and foster 
rather than to restrict this condition and to change the transportation 
act now will certainly have a jeopardizing effect on prosperity with 
its far-reaching crippling effect upon the majority, many of whom 
seem to little realize the extent to which railroad prosperity means 
prosperity for the public at large. 

Trusting that you will view the situation as I do, I am, etc. 


HANDS OFF TRANSPORTATION ACT 


A resolution urging hands off the transportation act hag 
been adopted by the Board of Directors of the Louisville Board 
of Trade. The resolution calls attention to the vital need of 
the carriers to be able to obtain sufficient capital for proper 
development and states that the preliminary application of the 
act has developed confidence in the investing public and given 
promise of sufficient funds to accomplish the necessary develop- 
ment. “In view of its initial success,’ says the resolution, “no 
amendment to or change in that law should be attempted for a 
period of two or three years in order that confidence, so en- 
gendered, shall permit the complete reconstruction of the defi- 
ciencies of our transportation systems.” 


MEMPHIS SHIPPERS EXPRESS VIEWS 


A set of resolutions adopted by the board of directors of 
the Memphis Freight Bureau on July 25, opposes any change in 
the transportation act and pledges support to the carriers “in 
their efforts to improve their facilities and service to the public 
and make their operations more and more effective, economical 
and profitable.’ The resolutions deplore political agitation re- 
garding the railroads and oppose all attempts to establish rates 
except through the Commission. Measures looking toward com- 
pulsory consolidation are opposed, “believing it to be contrary 
to the public interests, as it will inevitably reduce competition 
between carriers, which is so valuable to shippers, and will tend 
largely to further consideration of federal ownership and con- 
trol, which this board believes would be most disastrous to the 
general welfare and commercial interests of the country.”. 


PROPOSED RAILROAD SECURITIES 


The Mississippi Central has applied to the Commission for 
authority to issue $600,000 of unsecured notes to pay indebted- 
ness for equipment and for the removal of grades and curves on 
its line. 

The Virginia Blue Ridge Railway Company has applied for 
authority to issue three notes, one for $4,790.99, and two each for 
$4,000, to cover indebtedness to the Railroad Administration. 

The Minnesota Transfer Railway Company has applied for 
authority to issue and deliver to stockholders $279,000 of first 
mortgage 5 per cent gold bonds for amounts advanced for con- 
struction and equipment. 

The Union Freight Railroad Company of Boston has applied 
for authority to renew a mortgage note for $60,000. 


ABANDONMENT APPLICATIONS 


Arthur Hoffman, receiver of the Muscatine, Burlington & 
Southern, extending from Muscatine to Burlington, Ia., with a 
mileage of 47.8 miles, has applied to the Commission for author- 
ity to abandon operations. The receiver said the road could not 
be made to pay operating expenses and that receiver’s certif- 
cates to raise money could not be sold. 

The Detroit Trust Company, receiver of the Detroit, Bay City 
& Western, extending from Bay City to Port Huron, Mich., has 
applied to the Commission for authority to discontinue opera 
tions. The receiver said the court had directed that the applica 
tion be made and that the’road could not meet operating ex 
penses. 


DRIVE FOR BETTER PACKING 


A drive for better packing, marking and handling of huose 
hold goods is being prepared for the month of September by the 
freight claim division of the A. R. A. Attention is being called 
to the fact that last year over $700,000 was paid in claims from 
this one source of loss. The carriers are particularly anxious 
to reduce damage to this sort of shipments because, due to 
the intimate, personal nature of the goods, a small claim fre 
quently results in much bad feeling. 

The division is urging the co-operation of all claim agents 
and others in bringing the subject up for discussion this month 
in order to formulate the best plans for claim prevention. The 
drive will be accompanied by educational circulars, radio broad- 
casting, etc. 


CHANGE IN DOCKET 
Hearing in I. and S. 1868, gypsum, plaster, etc., Montana 
to north Pacific coast destinations, assigned for August 10 at 
Seattle, was reassigned for August 11 at Seattle, 
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LOS ANGELES, CALIFORNIA 









THE UNION TERMINAL WAREHOUSE COMPANY 

The only warehouse within the harbor zone offers an adequate and efficient service]to shippers and 
receivers of freight through the Port of Los Angeles. 

480,000 square feet of fireproof free and U. S. Customs Bonded warehouse space. 
Wharfage and handling 3) cents per cwt. Railroad charge from shipside to warehouse 2 cents per cwt. 
Warehouse handling charge including unloading and in and out handling 5 cents per cwt. 
Insurance rate 25 cents per hundred dollars per year. 
We solicit the distribution of general merchandise and the storage of cotton, wool, grain, flour, 


sugar, coffee, copra, oil cake, automobiles, news print, paper, canned goods and all staples. 
Pool car shipments distributed throughout the Southwest. 


High density cotton compress operated in conjunction with the warehouse. 
We will arrange for the booking of steamer space when requested. 


Storage, Forwarding and Distribution. 


Union Terminal Warehouse Company 


Los Angeles: San Pedro: Chicago: . New York City: 
731 Terminal Street Post Office Box 126 123 W. Madison Street 100 Broad Street 
(Port of Los Angeles) 


THE LOGICAL ROUTE 
Through Los Angeles Harbor 


With its millions of dollars worth of waterfront improvements and with its thousands of feet of wharves of 


which more than 15,000 feet are owned by the city, the Harbor of Los Angeles offers manufacturers and 
traders a gateway to and from world ports that is unequalled in the great Pacific Southwest. 











The City of Los Angeles owns and operates eight transit sheds having a uniform width of 100 feet and a com- 
bined length of 6,000 feet. 


The entire waterfront is served on equal terms by the Santa Fe, Southern Pacific, Union Pacific and Pacific 


Electric Railway Companies through the Municipal Terminal System which has approximately 25 miles of 
trackage. 









Fifty-five steamship services reach from the Harbor of Los Angeles to more than 100 world markets, 
For these reasons and many others, DIRECT YOUR SHIPMENTS VIA THE LOGICAL ROUTE. 


and port maps giving complete informa- 
tion on the port facilities and charges. 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, U. S. A. 


Write at once for a free illustrated book £. 
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MINIMUM SHIPMENT RATES 


The Trafic World Washington Bureau 


In I. and S. No. 1877, the Commission has suspended from 
August 4 until December 2 the operation of schedules in Leland’s 
I. C. C. No. 1611 and Sedgman’s I. C. C. No. 163. 

The suspended schedules propose to increase the minimum 
per shipment class scale of rates from New York, Philadelphia, 
Baltimore and points taking same rates via water and rail to 
points in Louisiana west of the Mississippi river, up to the level 
of the present minimum rates applying from Boston, Mass., and 
points taking the same rates. 

The following minimum class rates are illustrative: 


RATES IN CENTS PER 100 LBS., TO SHREVEPORT, LA. 


From New Classes 

York, N. Y. 1 2 3 5 6 A = ¢ D 
i eee 218% 188 166 140 114 94 63% 76% 59 52% 
Proposed ....... 226 194 172 144% 117% 97 65% 79 61 54 
From Balti- Classes 

more, Md. 1 2 3 4 5 6 A B Cc DBD 
PORE on 0cieceias 209 179% 159 133% 108% 90 61 73 56% 50 
Proposed ..ccccece 226 194 172 14444 117% 97 65% 79 61 54 


ORIGIN POINTS NAMED 


The Commission has revised its order in No. 12665, Fort 
Worth Cotton Oil Mill et al. vs. Atchison, Topeka & Santa et al., 
by striking out the words “from producing points on their lines 
in Oklahoma, Arkansas and Louisiana,” and substituting therefor 
the words “from the origin points named in the next succeeding 
paragraph,” and inserting a paragraph naming the points from 
which the mileage scale prescribed in that order shall apply, as 
follows: 


Acme, Ada, Addington, Alex, Allen, Altus, 
Atoka, Aylesworth, Bear, Bennington, Berwyn, Bixby, Blair, Blue, 
Bonchita, Bromide, Byars, Caney, Caddo, Chandler, Chattanooga, 
Choctow, Coalgate, Colbert, Cold Springs, Comanche, Coweta, Coyle, 
Davidson, Davis, Duke, Duncan, Durant, Elmer, Cobb, Fort Gibson, 
Fort Towson, Frederick, Gould, Haskell, Hastings, Headrick, Hennes- 
sey, Hickory, Hobart, Holdenville, Hollis, Jones, Kenefick, Kenowa, 
Lawton, Madill, Manitou, Manneville, Marlow, Marietta, Martha, 
Maysville, Millcreek, Morris, Muskogee, Oakland, Okemah, Olustee, 
Pauls Valley, Porter, Purcell, Ringling, Roff, Rosedale, Rush Springs, 
Ryan, Sasakwa, Shawnee, Snyder, Stratford, Stringtown, Stroud, Sul- 
phur, Temple, Terral, Tipton, Tishomingo, Thackerville, Tullahasse, 
Tulsa, Tushka, Vanoss, Walters, Wanette, Wapanuckal, Washing- 
—, Waurika, Wayne, Wewaka, Wilson, Wynnewood, and Yonkers, 


a 

Ashdown, Camden, Lewisville, Monett, Moore Spur, Ouachita, 
Paragould, Garland City, Spirit Lake, Stephens, Thornton, Willow, 
and Williams, Ark., and Alexandria, Basile, Bijou, Bordelonville, 
Breaux Bridge, Bunkie, Church Point, Cotton Port, Dubach, Eola, 
Eunice, Gold Dust, Hessmer, Hosston, Jennings, Kaplan, Lake Charles, 


Lawtell, Le Compte, Lamourie, Marksville, Mamou, Mansura, Meeker, 


America, Ardmore, 


Lylis, Milton, Monroe, Morrows, Lemoyen, Opelousas, Rayne, St. 


Landry, and Sunset, La. 


The effective date of the order remains unchanged, but the 
carriers have been authorized to make it effective on one day’s 
notice instead of on statutory notice. 


PETITIONS FOR REHEARING, ETC. 


The Foco Oil Company has asked the Commission to reopen 
No. 12490, The National Petroleum Association et al. vs. 
Director-General, Pennsylvania, et al., in order to permit it to 
introduce evidence tending to show that it paid and bore the 
freight charges involved in certain shipments. 

Rehearing of No. 14151, Roxana Petroleum Corporation vs. 
C. & A. et al., No. 14225, White Star Refining Co. vs. Illinois 
Terminal et al., No. 14174, Indiahoma Refining Co. vs. Ann 
Arbor et al., and I. & S. No. 1663, petroleum and petroleum 
products between points in official classification territory, has 
been asked by the defendants therein. The Commission was 
asked to reopen those cases and to institute a general investi- 
gation of rates on petroleum and its products from, to and be- 
tween points in western trunk line, southwestern, and Central 
Freight Association territories, consolidating the three formal 
cases and the investigation and suspension proceeding there- 
with. 

The Myles Salt Company has asked the Commission to grant 
a rehearing or modification of its decision in the Memphis-South- 
western Investigation, docket 9702, in order to eliminate “salt” 
from the order therein. The petitioner said salt was not involved 
in the general complaint and, therefore, it did not put in testi- 
mony as to any scale of salt rates that was offered. 

Urging the re-establishment of equal rates from and to Port- 
land and Puget Sound to and from the territory south of the 
Snake River in eastern Washington and Oregon, the cities and 
ports of Seattle and Tacoma, together with their respective 
chambers of commerce, have asked the Commission to grant a 
rehearing of No. 10698, Public Service Commission of Oregon 
vs. Director-General, O.-W. R. R. & N. Co. et al., and No. 10458, 
Commission of Public Docks of the City of Portland, Ore., 
et al, vs. Director-General, S. P. & S., et al. 


Ss. P. OPPOSES ELECTRIC SYSTEM 


The proposal of William L. Stacey to build an electric rail- 
road system in the southwest through the states of Colorado, 
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New Mexico, Arizona and California, made to the Commission 
some time ago, was the object of a protest made by the South. 
ern Pacific in a brief filed with the Commission. The carrier 
said the Staley application was a conspicuous example of a 
visionary scheme and that by no possibility could the proposed 
line be a financial success. The.Southern Pacific said the terri- 
tory which would be served by the roposed line already was 
adequately served by existing lines of railroad.. The company 
also contended that the applicant had not submitted to the 
Commission the necessary facts on which it could act on the 
application under the law. 


NEW MAP FOLDER 


A new map folder which is somewhat of a departure from 
the standard time table map has been issued by the Union 
Pacific. The map is geographically correct and shows the entire 
United States with insets showing the steamship routes. So 
far as possible, all railroad lines are shown in close approxima- 
tion to their true courses. Time zones and latitude and longitude 
are also indicated. 


PHOSPHATED FLOUR TRANSIT 


In I. and S. No. 1875, the Commission has suspended, from 
August 5 until December 3, schedules published in Supplement 
No. 19 to Southern Railway, I. C. C. No. A9030. The suspended 
schedules propose changes in the outbound transit arrangements 
at points in North and South Carolina, whereby on every 100 
pounds of phosphated flour transit privileges will be applied on 
95 pounds and the rate from the transit point to destination in 
effect on date of shipment (from transit point) will be assessed 
on 5 pounds. 


EXTENSION IN OKLAHOMA 


The Beaver, Meade & Englewood Railroad Company has 
applied to the Commission for authority to extend its line from 
Forgan to Hooker, Okla., a distance of 39.2 miles. It will serve 
an agricultural region. The company said its plan was to ex. 
tend the line eventually to Des Moines, N. Mex. 


LOADING OF GASOLINE, ETC. 


A revision of the recommended practice for loading racks 
and unloading points for gasoline, naptha, etc., has been issued 
as Circular No, 2084-A by the American Railway Association. 
These rules were originally issued in 1920 as Circular 2084. 
When they were put into practice the question arose as to 
whether they would apply only to new locations. The revision 
follows conferences between the petroleum industry and the 
carriers and has been accepted for the industry by the Ameri- 
can Petroleum Institute and approved by the A. R. A. The rules 
are divided into to parts in the new circular, those governing 
stations established prior to January 5, 1920 and those govern- 
ing the operation and location of stations subsequent to that 
date. 


Digest of New Complaints 


No, 15058. M. K. Piper et al., trading as M. K. Piper Coal Co., Krager, 
Pa., vs. James §. Blair and David Blair, operating the Blair 
Railroad. 

Alleges that because of defendants’ unjust, unfair and dis- 
criminatory practices, complainant has been deprived of facilities 





for the shipment of coal from its mine at Krager. Asks cease 
and desist order, just and reasonable practices and reparation. 
15059. Harrisonville Brick & Tile Co., Kansas City, Mo., vs. 
Missouri Pacific et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
fuel oil from points in Oklahoma to Harrisonville, Mo. Asks cease 
and desist order, just and reasonable rates and reparation. ’ 
No. 15060. Dwight Hamlin, Inc., Pittsburgh, Pa., vs. Pennsylvania 

et al. 

Unjust, unreasonable, preferential and prejudicial rates on 
blackstrap molasses in tank cars from eastern points to Pittsburgh, 
Pa. Asks cease and desist order and just and reasonable rates. 

No. 15061. Western Brick Co. et al., Danville, Ill., vs. N. Y. C. et al 

Excessive, unreasonable, prejudicial and preferential rates on 
brick and clay products from Danville, Ill., to points in Wiscon- 
sin, Michigan, Minnesota and North Dakota. Asks cease and de- 
sist order, just and reasonable rates and reparation. 

15062. The Peck Stow & Wilcox Co., Southington, Conn., V5. 
New Haven et al. ; 

Unjust, unreasonable and prejudicial rates on tinners’ re 
or shears because of application of second class rating instess 
of third class in O. C. territory. Asks cease and desist order an 
just and reasonable rating. , ts 
No, 15063. West Penn Steel Co., Brackenridge, Pa., vs. Pennsylvan 

et al 


Unjust, unreasonable and preferential rates in violation of 
section 4 on roasted dolomite from Kenova, W. Va., to Bracken- 
ridge, Pa. Asks reparation. 

No. 15064. B. F. J. Odell, Chicago, Ill., vs. Michigan Central. 

Unjust, unreasonable, discriminatory, preferential or preju- 
dicial rates on concord grapes in 12-quart baskets from Decatul: 
Mich., to Chicago, Ill. Asks cease and desist order, just an 
reasonable rates and reparation. . 

No. 15065. LaFayette Box Board & Paper Co., LaFayette, Ind, Vv 
Cc. &. & & Be. i, et a I 
Unjust and unreasonable rates on coal from Harrisburg, +” 


No. 


No. 
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to LaFayette, Ind. Asks cease and desist order, just and rea- 
sonable rates and reparation. 
No. yoy —— Vinegar & Pickle Co., Omaha, Neb., vs: C. B. 
. et al. 

Excessive unjust and unreasonable rates on raw cucumbers in 
brine from Blytheville, Ark., to Omaha, Neb. Asks cease and desist 
order, just and reasonable rates and reparation. 

N. 15067. American Woodpulp Corporation, New York, N. Y., vs. Di- 
rector General, as agent, B. & O. 

Alleges violation of Section 6 as to charges on shipments of 
woodpulp imported by complainant and received at Baltimore, Md., 
because of assessment of lighterage charges. Asks reparation. 

No. 15068. Hugh L. Turner Sheet Metal Co., Oklahoma City, Okla., vs. 
Cc. R. I. & P. et al. : 

Alleges that rate of 79%c charged on roofing paper from Madi- 
gon, Ill., to Oklahoma City, Okla., was unreasonable to the extent 
that it exceeded 50%c. Asks reparation. : 

No, 15069. The Continental Oil Co., Denver, Colo., vs. Director-Gen- 
eral, as agent, and Wyoming Ry. Co. A 
Unjust and unreasonable rates in violation of Sections 1 and 
6 of the Intertsate Commerce Act on shipments of petroleum 
products from Casper to Buffalo, Wyo., to the extent that they 
exceed rates made by using combination of rates based on 
Clearmont, Wyo., in connection with the combination rule pub- 
lished in the tariff applicable over the federal controlled line. 
ane reparation and waiver of collection of undercharges if such 
exists. 
15069, Sub. No. 1. Same vs. Director-General, as agent, and 
Washington, Idaho & Montana Ry. Co. 
Same complaint as to rates on shipments of petroleum products 
from Greybull, Wyo., to Potlatch, Idaho. Asks reparation. 
No. 15069, Sub. No. 2. Same vs. Director-General, as agent, and San 
Luis Southern. 

Same complaint as to rates on shipments of petroleum products 

from Florence to Mesita, Colo. Asks reparation. 
No, 15069, Sub. No. 3. Same vs. Same. 

Same complaint as to rates on shipments of petroleum prod- 
ucts from Fiorence to Center, Colo. Asks reparation and waiver 
of collection of undercharges if such exist. 

No. 15069, Sub. No. 4. Same vs. Director-General, as agent, and Pa- 
cific & Idaho Northern. 

Same complaint as to rates on shipments of petroleum prod- 
ucts from Salt Lake City, Utah, to Cambridge, Idaho. Asks 
reparation. 

No. 15069, Sub. No. 5. Same vs. Same. : 

Same complaint and prayer as to rates on shipments of petro- 

leum products from Casper, Wyo., to Cambridge, Idaho. 
No. 15069, Sub. No. 6 Same vs. Director-General, as agent, 
Colorado & Wyoming. 
Same complaint and prayer as to rates on shipments of petro- 
leum products from Florence, Colo., to Primero and Weston, Colo. 
15069, Sub. No. 7. Same vs. Director-General, as agent, and 
Wyoming & Missouri R. R. 
Same complaint and prayer as to rates on shipments of petro- 
leum products from Casper to Aladdin, Wyo. 
15069, Sub. No. 8. Same vs. Director-General, as agent, and 
Pacific & Idaho Northern. 
Same complaint and_prayer as_to rates on shipments of petro- 
leum products from ’Greybull, Wyo., to Cambridge, Ida. 
16069, Sub. No. 9. Same vs. Director-General, as agent, and 
Montana Western. 
Same complaint and prayer as to rates on shipments of petro- 
leum products from Greybull, Wyo., to Valier, Mont. — 
No. 15071. Sinclair Oil Co. and Gas Co., Tulsa, Okla., vs. Wichita 
Falls, Ranger & Ft. Worth et al. 
Unjust and unreasonable rates on wrought 


No. 


and 


No. 


No. 


No, 


iron pipe from 


Frankell, Texas, to Kaw, Okla.; from Leeray, Texas, to Kaw 
-— DeNeya, Okla. Asks just and reasonable rates and repa- 
ration. 


No. 15073. The Central West Coal and Lumber Co., Seattle, Wash., 
vs. Burlington et al. 

Unjust, unreasonable and discriminatory charges on_ lumber 
from Enumclaw, Wash., to Alliance, Neb. Asks reparation. 
No. 15074. The Texas Company, New York, vs. Director-General, as 

agent. 

Unjust and_ unreasonable charges on shipments of sewer pipe 
from Deep Water, Mo., to Sour Lake, Texas. Asks reparation. 

No. — The Texas Company, Houston, Texas, vs. A. T. & S. F. 
et al. . 

Unjust, unreasonable, discriminatory, preferential, or prejudicial 
rates on gasoline and kerosene, in tank cars, from Tulsa, Okla., 
to Clayton, New Mexico. Asks cease and desist order, just and 
reasonable rates, and waiver of collection of alleged undercharges. 

No. 15076. The Sloan and Zook Company, Bradford, Pa., vs. Mid- 
land Valley et al. : 

Unlwful charges in violation of Section 6 on 3 cars of gasoline 
from Big Heart, Okla., to West Eldred, Pa. Asks reparation. 

No. 15077. Star Furnace Company, Jackson, Ohio, vs. Director-Gen- 
eral, as agent, and B oO. 

Unjust, unreasonable, discriminatory and preferential rates on 

coke from New Boston, Ohio, to Jackson, Ohio. Asks reparation. 
No. 15078. ~ eeeeeel & Company, Portland, Ore., vs. Great North- 
ern et al. 

Unjust, unreasonable, preferential and prejudicial rates and 
charges on numerous carloads of sheep and goat pelts and skins, 
loose, dry, either in straight carloads or mixed with horse and 
cow hides, dry, from points in Utah, Wyoming, Idaho, Montana 
and Washington to Portland, Ore. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 15079. Hunter Bros. Mercantile Co. et al., Farmington, N. Mex., 
vs. American Ry. Express Co. 

Unjust, unreasonable and discriminatory rates on fruits and 
vegetables from Farmington and Aztec, N. Mex., to points in Colo- 
rado. Asks cease and desist order, just, reasonable and non- 
discriminatory rates. 

No. — The Grasselli Chemical Co., Cleveland, O., vs. B. & O. 
et al. 

Unjust and unreasonable rate on roasted ore from Canton, O., 
to Grasselli, N. J. Asks reparation. 


No. 14781, Sub. No. 3. Merchants’ & Manufacturers’ Traffic Bureau 
et al. Muskogee, Okla. vs. Alabama Great Southern et al. 

Unreasonable rates on sugar in violation of fourth section from 
points in Kansas, Colorado, Nebraska, Idaho and Utah, and New 
Orleans and points taking same rates, and from Sugarland, Tex., 
to Muskogee and other Oklahoma points. Asks cease and desist 
order, just and reasonable rates and reparation. 

15081. The Decatur Cornice & Roofing Co., Inc., Albany, Ala., 
vs. L. & N. et al. 

Discriminatory and preferential rates in violation of fourth sec- 
tion on iron and steel articles from Albany-Decatur, Ala., to vari- 
ous interstate destinations, and in excess of the rates charged 
competitors at Birmingham, Anniston, Alabama City, Talladega 


No. 
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and other Alabama points. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 14981, Sub No. 1. The Cincinnati Abattoir Co., Cincinnati, O., vs. 
B. & O. et al. 

Unjust and unreasonable rates on fresh meats, packing house 
products, packed and cured meats in bulk from Cincinnati to 
Points in New England and Eastern Trunk Line territories. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 15082. Central Grain & Feed Co., Montgomery, Ala., vs. Illinois 
Central et al. 

Unjust, unreasonable, and prejudicial rates in violation of the 
fourth section on grain and grain products and articles taking 
Same rates from points in grain producing states to Montgomery, 
Ala., and thence shipped to various Alabama points. Asks cease 
and desist order, just and reasonable rates and reparation, 





TRAFFIC CLUBS 


The following list of traffic clubs will be published from tim 
to Feng We ask that readers notify us of any errors or of —— 
changes or additions of which they have any knowledge.) 


Akron Traffic Association. C. B. Sipes, Pres.; H. L. Sova- 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, 
T. B. Curtis, Secy.-Treas. 


Augusta (Ga.) Traffic Club. R. B. Arthur, Pres.; E. R. 
Johnson, Secy. 


Baltimore—Traffic Club of Baltimore. G. S. Harlan, Pres.; 
C. C. Kailer, Secy. 


Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 


Birmingham (Ala.) Traffic and Transportation Club. A. S. 
Lucas, Pres. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston, G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—Traffic Managers’ Club of Brooklyn. P. L. Ger- 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—iIndustrial Traffic Club of the Niagara Frontier. 
W. J. McKibbin, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. Godfrey Morgan, Pres.; J. P. 
DeVaughn, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. E. E. S. Buck- 
master, Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. E. 
C. Rentz, Chairman; C. G. Fredericks, Secy. 

- Cleveland Traffic Club. F. P. Barr, Pres.; R. A. Morman, 
ecy. 

Cortland, N. Y.—Industrial Traffic Club of Courtland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 


Dayton, O.—Miami Valley Traffic Club. R. B. Mann, Pres.; 
M. T. Otto, Secy.-Treas. 


Dallas Traffic Club. A. C. Valentine, Pres.; A. J. Stone, 
Secy.-Treas. 


Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
S. F. Coay, Secy. 

‘ Des Moines Traffic Club. S. W. Leigh, Pres.; C. A. Moore, 
ecy. 

Denver Traffic Club. J. C. North, Pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. W. Kirkpatrick, Pres.; | 
C. J. Hotchkiss, Secy.-Treas. 

Detroit Transportation Club. W. S. Roger, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. A. W. Stebbings, Pres.; J. C. 
Field, Secy. 

El Paso Traffic Club. C. B. Jonz, Pres.; C. W. Waterman, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. J. C. Keller, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint Mich., Transportation Club. E. F. Bilo, Pres.; J. E. 
Clark, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. A. B. Waldron, Pres.; C. F. Laue, 
Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. L. G. Brow?, 
Pres.; J. D. Quinn, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 


Grand Rapids Traffic Club. M. G. Koon, Pres.; W. H. Cow- 
din, Secy. 

Hartford Traffic Asso. of Hartford (Conn.) and Vicinity. 
W. P. Price, Pres.; O. R. Peterson, Secretary and Treasurer. 


Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
Secy. 


Indianapolis—The Traffic Club of Indianapolis. 
Thomas, Pres.; G. N. Baker, Secy. 


Pres.; 


K. Fleming, Pres.; 


J. G. 
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Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J. C. Holzworth, Secy. 
‘ Jacksonville Traffic Club. J. L. Wilkes, Pres.; A. Rice King, 
ecy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. H. R. Miller, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club, C. B. Reed, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. C. D. Dooley, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. H. H. Hardy, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. J. D. Marney, Pres.; W. T. 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. 
Gilman, Pres.; T. J. Abrams, Secy. 


Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. W. R. Aukland, Pres.; S. D. 
Ross, Secy. 


Memphis Traffic Club. W. B. Ryan, Pres.; L. E. McKnight, 


Ben 


Secy. 
“ielisvauition Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 
Minneapolis Traffic Club. W. H. Perry, Pres.; W. W. Gib- 
son, Secy. 
Newark Traffic Club. F. W. Volk, Pres.; R. W. Tims, Secy. 
New England Traffic Club, Boston. C. B. Baldwin, Pres.; 
P. L. Stuart, Secy. 


_New York Traffic Club. F. W. Smith, Pres.; C. A. Swope, 
Secy. 


New York, N. Y. Traffic Club of the Queensboro Chamber 
of'Commerce. HE. J. Tarof, Pres.; P. W. Moore, Secy. 

New York University Traffic Club. Charles Israel, Pres.; 
Louis Harber, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

Oklahoma City Traffic Club. R. E. Nixon, Pres.; L. M. 
Voss, Secy.-Treas. 

Omaha—tTraffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E, Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. Lewis Eckel, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. J. Rasbold, Secy. 

Pittsburgh Traffic Club.—J. M. Morris, Pres.; 
Secy. 


N. M. Love, Pres.; 


E. A. Hynes, 
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Pittsburgh Traffic and Transportation Association. R. F., 
Heil, Pres. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. E. C. Miller, Pres.; A. C. Thernstrom, Secy. 

Portland (Ore.) Industrial Traffic Club. T. I. Deck, Pres.; 
N. W. Lewis, Secy. 

Portland (Ore.) Transportation Club. C. T. Spooner, Pres.; 
V. Kistler, Secy. 

Providence, R. 1—Traffic Club of the Providence Chamber 
of Commerce. J. J. Duggan, Chairman; BH. C. Southwick, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. B. C. Wedd, Chairman; F. W. Burton, Secy. 
‘ St. Louis Traffic Club. H. S. Snow, Pres.; S. E. Wilson, 
ecy. 

St. Paul Transportation Club. P. R. Flanagan, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr,, 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. C. Fitch, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. W. L. Garver, 
Pres.; G. A. Culbert, Secy. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Sioux City Traffic Club. T. A. Lewis, Pres.; O. Tronvold, 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. S. Robert Hart, Pres.; 
B. A. Hapgood, Secy.-Treas. 

Spokane Transportation Club. A. S. Cobb, Pres.; F. J. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. M. V. B. Weaver, Pres.; F. M. 
Varah, Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. R. Gaddis, Pres.; J. H. 
Morgan, Secy. and Treas. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sel, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. A. C. Wilson, 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. J. M. Page, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. F. L. Booth, Pres.; C. A. Willingham, 
Secy.-Treas. 

Washington Traffic Club. T. J. Stead, Pres. 


; wv. T. M. Du 
vall, Acting Secy. 


Wheeling (W. Va.) Traffic Club. C. W. Henry, vres.; P. M. 
Neigh, Secy. 

Wicnita ‘Lratfic Club. WU. R. Graves, Pres.; O. I. Gantt, 
Secy. 


Wicnita Falls (Tex.) ‘lraffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Windsor, Ontario, Can.—Horder Cities Transportation Club. 
W. R. Burgin, Pres.; J. L. Wallace, Secy.-Treas. 

Worcester (Mass.) Traffic Association. A. D. Fiske, Pres.; 
J. H. Lane, Secy. 

York (Pa.) Traffic Club. J. F. Baird, Pres.; 


G. E. Gartman, 
Secy. 


Docket of the Commission 





Note, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


Aaguet 27—Frankfort, Ky.—Railroad Commission of Kentucky: 

* nance Docket 2954—In the matter of the application of the Frank- 
fort & Cincinnati Ry. Co. for a certificate of public convenience 
and necessity authorizing it to abandon its line. 

September 4— Washington, D. C.—Examiner Burnside: 

15057—In the matter of the status of the Hannibal Connecting Rail- 
road Company. 

opener 4—Buffalo, N. Y.—Examiner Fuller 

1, and S. No. 1869—Cancellation class rates, Srenk Line to CG. & O. 
Ry. stations in Kentucky. 


September 4—Chicago, I1l—Commissioner Cox and/or Examiner Bard- 


14847—cInvestigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 

September 5—Wilmington, Del.—Examiner Keene: 

14034—Hercules Powder Co, vs. Director Generel, B. & O. et al. 
September 5—Salina, Kansas—Examiner Fleming 

4925—United States Farm Sales Co. vs. Santa Sire et al. 
September 5—Pittsburgh, Pa.—Examiner Gault: 

4963—Transcontinental Oil Co. vs. Pennsylvania R. R. et al. 

14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 
Ooptemnerr, 6—Bismarck, North Dakota—Examiner Mackley: 

1. & 1863—Switching at stations in North Dakota. 


items In the Docket marked with an asterisk (*) are new, 


September 6—Huntington, W. Va.—Examiner McChord: 
4545—West Virginia Rail ‘Co. vs. P. R. R. et al. 


ones, 6—Buffalo, N. Y.—Examiner Fuller: 


1864—Sand and gravel from Canada to points in New York 
- Fy Pennsylvania. 


14777—The State of New York and Edward S. Walsh, Superintendent 
of Public Works of the State of New York, vs. New York Central 
Railroad. 
September 6—Wilmington, Del.—Examiner Keene. 


4769—Joseph Bancroft & Sons Co. vs. Director-General P. & R. 
Ry. et al. 


eee 7—Philadelphia, Pa.—Examiner Keene: 


I. Du Pont De Nemours & Co. vs. Galveston, Harrisburg 
& San Antonio Ry. et al. 


14951—E. I. Du Pont De Nemours & Co. vs. Director General. 
September 7—Wichita, Kan.—Examiner Fleming 1 
14993—The Wichita Board of Commerce et x vs. Santa Fe et 2 


September Le agro Ill.—Examiner Gault: 
1. & §S. 1867—Absorption of icing and re-icing charges on less- 
carload shipments of dairy products. 


ae yy a 7—Denver, Colo. re a Koebel: 
. & S. No. 1861—Furniture, W. T. territory on and east of the 
* Missouri River to Denver, Colo., ..* related points. 


Sepeomer * staan Colo.—Commissioner Cox and/or Examiner 

ardwe 

14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 


@, 23°23 
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Union Pacific . 














SESS ese yy) | 
a Or Z A = ¢ oe 
‘ . EN ‘ e 
What Robert Louis Stevenson said 
ee e igi e ° 
GWihan I think how the railroad He called it ' The one typical achievement of 
has been pushed through this the age in which we live.’’ 
unwatered wilderness and + ; 
oye f fosose ; epee how The Union Pacific is kept at that point of perfec- 
at each stage of the. construc- . : . o4: : 
tion roaring impromptu cities tion in physical condition and equipment that 
SPAY upD > ss see oe insures dependable service. 
Lt seems to me as if this > + i _ 
railway were the one-typical Traffic Agencies 
oo of the stad Complete information regarding passenger and freight service 
which we live. cheerfully furnished by any Union Pacific representative, 
RiiaktouSe, SGroncen Offices are maintained at principal cities throughout the country. 
ATLANTA, Ghooccccccccces 49N Forsyth St. KANSAS CITY, MO........... 805 Walnut St. REDLANDS, CAL......cceceees 14 Cajon St. 
BIRMINGHAM, ALA.... ist Ave. & 20th St. LINCOLN. NEB ......... os. 204 N. 11th St RENO, NEVADA ...Second and Center Sts. 
BOISE, IDAHO....... . 8th & Bannock Sts. LONG BEACH.CAL Ocean Ave. & Pine St. RIVERSIDE, CAL....cccoe coccce 680 Main St. 
BOSTON MASS... ....294 Washington St. LOS ANGELES, CAL... ....221 S. Broadway SACRAMENTO, CAL......... 1006 Fourth St. 
BUTTE, MONT.... ...... . ..48. Main St MILWAUKEE, WIS. .......221 Grand Ave. SAN PEDRO, CAL............ 521 Beacon St. 
CHEYENNE WYO. ..... 160Central Ave. MINNEAPOLIS. MINN_.,...125 S. Third St SALT LAKE CITY UTAH ....10 8. Main St. 
CHICAGO, ILL... ... 58 E Washington St. NEW ORLEANS LA ...226 Carondelet St SAN DIEGO, CAL.....-. 4th and Plaza Sts, 
CINCINNATI, O ........ «.. 4th & Vine Sts. NEW YORK, N. WT 4... ecesect Broadway SAN FRANCISCO, CAL. ....-. 673 Market St. 
CLEVELAND, ©... .... . 1016 Euclid Ave. OAKLAND, CAL........- 433 Fourteenth St. SEATTLE, WASH......0.-W. Pass Station 
COUNCIL BLUFFS, IA... ...37 Pearl St OCEAN PARK, CAL... ........ 149 Pier Ave. SPOKANE, WASH ........ 727 Sp: Ave. 
DALLAS, TEX.... .Commerce & Akard Sts GUe, MSIE . cc decscccccees 390 24th St. ST. JOSEPH, MO., Frederick Ave. & Felix St. 
DENVER, COLO....... 601 Seventeenth St. PASADENA, CAL...... 403 E. Colorado St. Bio Ry. MDS wacncrconceccoare 612 Olive St. 
DES MOINES JA. .........ccc00- 209 Fifth St. PHILADELPHIA, PA. ..15th & Market Sts TACOMA, WASH........ ... 206 S. Fenth St. 
DETROIT, MICH _..127 W. Lafayette Blvd. PITTSBURGH, PA., Smithfield St. & 6th Ave. DRIER, DOE inccctccccoeceed 6 Yonge St. 
FRESNO, CAL. Tulare St. & Van Ness Ave PORTLAND, ORE... .3584% Washington St. 


W. H. MURRAY, General Passenger Agent, Omaha, Nebraska 


C, J. LANE, General Freight Onraha, Nebraska 
D. S. SPENCER, General Pass. Agt., Salt Lake City, Utah i; ' 


J Agent, 
. A. REEVES, Gen'l Freight Agent, Salt Lake City, Utals 
. E. LOUNSBURY, Gen’ll Freight Agent, Portland, Ore. 
W. F. LINCOLN, Gen’l Freight Agent, Los Angeles, Cali 
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WM. McMURRAY, Gen’l Pass. Agent, Portland, Oregon 
T.C. PECK, Gen’l Pass. Agent, Los Angeles, California 
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September 8—Chicago, Ill.—Examiner Gault: 
° ty S. No. 1874—Cheese from Wisconsin points to Ohio river cross- 
Ss. 
September 8—Louisville, Ky.—Examiner McChord: 
4893—Standard Oil Co. (Kentucky) vs. M. K. T. R. R. (Texas) et al. 
14959—W. J. Beg re Trading and doing business as W. J. Riedling 
& Co. vs. C. C. C. & St. L. Ry. et al. 
Sept. 10—Washington, D. ©.—Director Mahaffie: 
* Finance Docket 3131—In the matter of the application of the A. C. 
*& L. R. R. Co. and L. & N. R. R. Co. for authority to acquire con- 
trol, by lease, of the railroad and properties of the C. C. & O. 
BY 5and Cc. C. & O. Ry. of S. C., and Clinchfield Northern Ry. 
re) A 


September 10—Bartlesville, Okla.—Examiner Fleming: 
4995—Phillips Petroleum Co. vs. Santa Fe et al. 
Sept, 10—Washington, D. C.,—Examiner Marchand: 
Valuation Docket No. 234—In re tentative valuation of the property 
of Augusta Belt Railway Company. 


Ceptenaper 10.—Denver, Colo.—Commissioner Hall and Examiner Koe- 


14855—The Colorado & New Mexico Coal Operators’ Assn. vs. D. & 
R. G. W. et al. 
September 10—St. Louis, Mo.—Examiner Flynn: 
I. & S. 1862—Tripoli from Kansas and Missouri to Western Trunk 
Line Territory. 
September 10—Meadville, Pa.—Examiner Fuller: 
4990—Crawford Sand and Gravel Co. vs. Erie R. R. Co. 
es 10—Great Falls, Mont.—Examiner Mackley: 
4588—Royal Milling Co. vs. Director General. . 
14682—Devine & Asselstine et al. vs. A.C. L. R. R. et al. 
September 10—Chicago, IIl.—Examiner Gault: 
1. & S. 1866—Grain and Grain Products from Iowa, Minnesota and 
South Dakota to Texas. 
September 10—New York, N. Y.—Examiner Keene: 
14746—Italian Government Commission vs. Director General. 
Sept. 11—Washington, D. C.—Examiner Marchand. 
Valuation Docket No. 247—In re tentative valuation of the property 
of Augusta and Summerville R. R. Company. 
September 11—Oklahoma City, Okla.—Examiner Fleming: 
14178—Liberty Glass Co. vs. Missouri Pac. R. R. et al. 
14927—Oklahoma Millers’ Asso. vs. A. T. & S. F. et al. 
September 11—St. Louis, Mo.—Examiner Flynn: 
12794—-Eddy &' Eddy Manufacturing Co. vs. Director General, Mo. 
Pac. R. R. et al. 
September 11—New York, N. Y.—Examiner Keene: 
12477—-Massachusetts Oil Refining Co. vs. Boston & Albany R. R. 
(N. ¥. C. R. R. Lessee) et al. 
September 11—Memphis, Tenn.—Examiner .McChord: 
14846—Jonesboro Freight Bureau et al. vs. St. L.-S. W. Ry. et al. 
September 11—St. Louis, Mo.—Examiner Flynn: ; 
12779—National Preservers and Fruit Products Asso. vs. Abilene & 
Southern et al. 
12779 (Sub. No. 1)—National Preservers and Fruit Products Asso. 
vs. Director General. 
September 12—St. Louis, Missouri—Examiner Flynn: 
'3831—Peerless White Lime Co. et al. vs. C. & E. I. Ry. et al. 
September 12—New York, N. Y.—Examiner Keene: 
4882—Union Smelting & Refining Co., Inc., et al. vs. Cent. R. R. 
of N. J. et al. 
September 12—Memphis, Tenn.—Examiner McChord: 
4898—Memphis Freight Bureau for King-Hasse Furniture Co. et al. 
vs. A. G. S. R. R. et al. 
September 12—New York, N. Y.—Examiner Keene: 
4871—The Barrett Co. vs. Canadian National Ry. et al. 
September 12—Chicago, Il]l.—BHxaminer Gault: 
13107—National Live Stock Exchange vs. Santa Fe et al. 
September 12—Cleveland, Ohio—Examiner Fuller: 
4907—The Pittsburgh & Conneaut Dock Co. vs. P. R. R. et al. 
14907 (Sub 1)—Pittsburgh Steamship Co. vs. P. R. R. et al. 
September 12—Chicago, Ill.—Examiner Hillyer: 
14981—Armour & Co. et al. vs. Santa Fe et al. 
14771—John Morrell & Company et al. vs. N. Y. C. et al. 
14771 (Sub. No, 1)—Swift & Company et al..vs, N. Y. C. et al. 
14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. et al. 
September 13—St. Louis, Mo.—Examiner Flynn: 
4972—Toberman, Mackey & Co. vs. Terminal Railroad Ass’n of St. 


Louis et al. 
14908—(and Sub. Nos. 1 to 11, incl.) Tobermann, Mackey & Co. vs. 
Carriers. 


September 13—Oklahoma City, Okla.—Examiner Fleming: 
14781 (Sub. Nos. 1 and 2)—Oklahoma Traffic Association et al, vs. 
A. G. S. R. R. et al. and et of fourth section applications 
Nos. 1766, 959, 2311, 462, 582, 677 and 1618. 


* 14781 (Sub-No, 3)—Merchants and Manufacturers Traffic Bureau et 
al. vs. A. G. S. et al. 


September 13—New York, N. Y.—Examiner Keene: 
4934—Nestle’s Food Co., Inc., vs. C. & N. W. Ry. et al. 
15012—The Richmond County Coal Merchants Association et al. vs. 
B. & O. R. R. et al. 


Someahe 13—Helena, Mont.—Examiner Mackley: 
4572—Board of Railroad Commissioners of the State of Montana 
vs. Butte, Anaconda & Pacific Railway Company et al. 


September 14—New York, N. Y.—Examiner Keene: 
14594—American Linseed Ce. vs. B. R. & P. et al. 
14683—Spencer Kellogg & Sons, Ine., vs. B. R. & P. Ry. et al. 


September 14—Chicago, Ill.—Examiner Gault: 
a Qil & Gas Co. vs. Director-General, L. & N. R. R., 
et al. 


September 14—Salt Lake City, Utah—Commissioner Cox and/or Exam- 
iner Bardwell: 


14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 


September 14—St: Louis, Mo.—Examiner Flynn: 


4926—Rosiclare Lead and Fluorspar: Mining Co. et al. vs. Mobile & 
Ohio R. R,. et al. 


September 14—Toledo, Ohio—Examiner Fuller: 
4876—Toledo Cooker Co. vs. Nelson & Albemarle Ry. et al. 


tember 15—Detroit, Mich.—Examiner Fuller: 
4991—General Motors Corp. vs. Director-General, N. Y. C. B. RB. 
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September 17—Galveston, Tex.—Examiner Fleming: 
14891—Geo. H. McFadden & Brother’s Agency vs. Director-General. 
14920—Julius W. Jockusch et al. vs. G. C. & S. F. Ry. et al. 


September 17—New York, N. Y.—Examiner Keene: 


hs Association of Waste Material Dealers vs. D. L. & 


September. 17—Chicago, IllL—Examiner Gault: 
14733—A.. G. Sulfer & Company vs. Director General and portions of 
fourth section applications 704 and 2045. : 


15005+J. K. Dering Coal Company‘ et al. vs. Dircetor General, C, 
& E. I, R. R. et al. 


September 17—Detroit, Mich.—Examiner Fuller: 
I. & §S. 1853—Increased switching charges at Detroit, Mich. 


September 17—Spokane, Wash.—Examiner Mackley: 
14974—Spokane Merchants’ Ass’n, a Corporation, vs. American Rail- 
way Express. : 
September 17—Washington, D. C.—Examiner Kelly. 
Val. Dkt. No. 216—In re tentative valuation of the property of 
Northern Alabama Railway Company. 
September 17—Washington, D. C.—Examiner Pyne: 


11881—Krauss Brothers Lumber Co. vs. Director-General,-Ala. & 
Miss. R. R. et al 


11881 (Sub. 1)—Krauss Brothers Lumber Co. vs. Director-General, 
Ala., Tenn. & Nor. R. R., et al. 
September 17—Jackson, Miss.—Examiner McChord: 
14860—Mississippi Railroad Commission and Clayton D. Potter, At- 
torney General, vs. Aberdeen & Rockfish R. R. et al. 
September 17—St. Louis, Mo.—Examiner Flynn: 
14985—American Paper Products Co. vs. Santa Fe et al. 
September 18—New York, N. Y.—Examiner Keene: 
14996—Borden’s Farm Products Co. vs, N. Y. N. H. & H. R. R. et al. 
September 18—Chicago, Ill—Examiner Gault: 
14917—Chicago Live Stock Exchange vs. Director General Canadian 
Pacific Ry. et al. 
a 18—Washington, D. C.—Examiner Griffin: 
4897—Keystone Roofing Manufacturing Co. vs. Director-General. 


September 18—Boise, Idaho—Commissioner Cox and/or Examiner 
Bardwell: , 


14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 18—Chicago, Ill.—Examiner Gault: 
14945—Minnesota & Ontario Paper Co. vs. Director General, B. & 0. 
September 18—St. Louis, Mo.—Examiner Flynn: 
4961—Manufacturers Railway Co. vs. Aberdeen & Rockfish et al. 
September 19—New Orleans, La.—Examiner McChord: 
Il. and S. 1858—Cotton and cotton linters from Louisiana and Arkan- 
sas to Louisiana and Texas Gulf ports. 
September 19—New York, N. Y.—Examiner Keene: 
14905—Rope, Paper Sack Bureau vs. A. & V. et al. 
September 19—Chicago, Ill—Examiner Gault: 
12950—The Atlas Portland Cement Company vs. Director General. 
September 19—Houston, Tex.—Examiner Fleming: 
— Chamber of Commerce vs. Alexandria & Western 
y et al. 
September 19—Seattle, Wash.—Examiner Mackley: 
14572—Board of Railroad Commissioners of the State of Montana 
vs. Butte, Anaconda & Pacific Railway Company et al. 
Sept. 19—Argument at Washington, D. C.: é 
13608—Southern Wire and Iron Co. et al. vs; The Akron, Canton & 
Youngstown Ry. Co. et al. 
13802—Texas Farm & Ranch Publishing Company vs. Ahnapee & 
Western Ry. et al 
Portions of fourth section application No. 700, filed by F. A. 
Leland, relating to rates on printing paper from Cheboygan and 
Kalamazoo, Mich., to Dallas, Texas, etc. 
13656—Early-Foster Co. vs. Santa Fe et al. : 
14403—Express Publishing Company vs. G. H. &.S. A. Ry. et al. 
September 20—Washington, D. C.—Examiner Pyne: 
14836—Union Sulphur Co. vs. Texas & New Orleans R. R. Co. et al. 


September 20—New Orleans, La.—Examiner McChord: 
5004—- Mississippi Southern R. R. vs. G. & S. I. et al. 


September 20—New York, N. Y.—Examiner Keene: 
14921—William F, Allen & Co., et al. vs. P. R. R. 


September 20—St. Louis, Mo.—Examiner Flynn: 


15013—Consolidated Coal Company of St. Louis vs. Mo, Pac. R. R. 
et al. 


September 20—Chicago, Ill.—Examiner Gault: 
14899—East St. Louis Cotton Oil Co. vs. B. & O. R. R. et al. 


September 20—Argument at Washington, D. C.: 
13513—Stuttgart Rice Mill Co. et al. vs. A. & V. Ry. Co. et al. 
13883—Anheuser-Busch, Inc., vs. B. & O. C. T. R. R. Co. et al. 
13865—Anheuser-Busch, Inc., vs. C. & A. R. R. et al 


September 21—Michigan City, Ind.—Examiner Fuller: 
14965—Indiana State Chamber of Commerce vs. Santa Fe et al. 


September 21—Chicago, Il].—Examiner Gault: 
14942—-General Petroleum Corporation vs. C. B. & Q. R. R. 


September 21—Houston, Tex.—Examiner Fleming: 
14976—Edgar L. Pearson & Co. vs. St. L., B. & Mex. Ry. et al 
14878—Merchants & Planters Oil Co. vs. Santa Fe et al. 


September 21—Argument at Washington, D. C.: 
14366—Van Dyke Smelting and Refining Works, Inc., vs. Pa. R. R. 
14366 os No. 1)—Van Dyke Smelting and Refining Works, Inc., v5 
Pa. %. RR: et al. 
14021—American Sugar Refining Co. vs. Director General. 
14419—The Atlantic Refining Co. vs. Director General, B. & O. R. R. 


et al. 
13978—E. I. Du Pont de Nemours & Co. vs. Director General. 


September 22—Argument at Washington, D. C.: R 
13895—The Mathieson Alkali Works, Inc., et al. vs. B. & O. R. 


et al. ; & 
13895 (Sub. Gein Mathieson Alkali Works, Inc., et al. vs. B. R. 
P. Ry. et al. 
13895 (Sub. _ Mathieson Alkali Works, Inc., et al. vs. Erle 
R. R. et al. 
13887—Coastwise Lumber and Supply Co., Inc., vs. Pa, R. R. et 
September 22—New Orleans, La.—Examiner McChord; 
15003—-Mississippi Southern R. R. vs. G. & S. I, 
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September 22—Helena, Mont.—Commissioner Cox and/or Examiner 
Bardwell: 


ee eenon into the administration of Section 4 of the 

Interstate Commerce Act (per Senate resolution of March 3). 

bw 24—Argument at Washington, D. C.: 

* Finance Docket 2883—In the matter of the application of the Arkan- 
sas Short Line for a certificate of public convenience and necessity 
authorizing it to construct a line of railroad in Arkansas. 


September 24—Boston, Mass.—Commissioner Hall and Examiner 


ealey: 
12964—Consolidation of railroads. 
September 24—Boston, Mass.—Examiner Keene: 
1 American Woolen Co. vs. Director General, Boston & Maine. 
i. and S. 1855—Asphalt from New Orleans and related points to points 
in Arkansas. 
September 24—Kansas City, Mo.—Examiner Flynn: 
Il, and S. No. 1865—Petroleum, Kansas, Missouri and Oklahoma to 
Illinois and Michigan. 
ee ee 24—Chicago, Ill—Examiner Gault: 


4904—-The Griess-Pfleger Tanning Co. vs. Central Railroad Co. of 
New Jersey et al. 


14904 (Sub. 1)—Griess-Pfleger Tanning Co. vs. B. & O. et al. 
Septembr 24—Portland, Ore.—Examiner Mackley: 
3199—West Coast Lumbermen’s Association et al. vs. Director 
General, Southern Pacific Co. et al. 
September 24—Houston, Tex.—Examiner Fleming: 
I. & S. 1831—Petroleum, Kansas and Oklahoma to El Paso, Texas, 
and group. 
September 24—Indianapolis, Ind.—Examiner Fuller: 


. oo State Highway Commission vs. Abilene & Southern 
y. et al. 


14838—Buhner Fertilizer Co. vs. B. & O. R. R. et al. 


September 24—Washington, D. C.—Examiner Kelley: 
Val. Dkt. 230—In re tentative valuation of the property of the Troy 
Union Railroad Co. 
Val. Dkt. 264—In re tentative valuations of the properties of the 
cc Cc. & Sst. L. Ry. Co. 
September 24—Washington, D. C.—Examiner Marchand: 
Valuation Docket 178—In re tentative valuation of the property of 
Louisville & Jeffersonville Bridge Company. 
September 24—Argument at Washington, D. C.: 
4078—The Chattanooga Mfg. Co. vs. A. G. S. R. R. et al 
14077—Louisville Fire Brick Works vs. Director General, Southern 


Ry. 
14108—Sales Department, Gillican-Chipley Co., Inc., vs. Director 
General, Gulf & Northern R. R. 
14108 (Sub 1)—Sales Department, Gress Cateiey Co., Inc., vs. 
Director General, Angelina & Neches River R. 
14677—Louisville Pottery Company vs. Director General. 
September 25—Gulfport, Miss.—Examiner McChord: 
4854—Gulfport Fertilizer Co. vs. L. & N. 
September 25—Kansas City, Mo.—Examiner Flynn: 
Ye ee Petroleum Refiners’ Association vs. Mo. Pas. 
. R. et al. 
September 25—Chicago, Ill.—Examiner Gault: 
4983—-American Association of Nurserymen vs. Am, Ry. Ex. 
September 25—Portland, Ore.—Examiner Mackley: 
4558—Booth Kelley Lumber Co. vs. Director General Sou. Pac. Co. 
September 25—Indianapolis, Ind.—Examiner Fuller: 
4895—Lafayette Box Board and Paper Co. vs. A. C. & Y. Ry. et al. 
Sepqgmener a ewomane, Wash.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 25—Argument at Washington, D. C.: 
4109—The Board of Trade of Cairo, Ill, vs. A. G. S. R. R. et al. 


13690—The United States Coal and Coke Co., Inc., vs. Director Gen- 
eral, Pa. R. R., et al. 


14247—Wadhams Oil Co. et al. vs. C. & N. W. Ry. et al. 
14247 (Sub. 1)—O’Neil Oil and Paint Co. vs. C. & N. W Ry. et al. 
Sept. 26—Washington, D. C.—Examiner Sweet: 
* Valuation Docket 228—In re tentative valuation of properties of 
Mineral Range R. R. Co. and Hancock & Calumet R. R. Co. 
* Valuation Docket 256—In re tentative valuation of property of 
Duluth, South Shore & Atlantic Ry. Co. 
September 26—Kansas City, Mo.—Examiner Flynn: 
* 14890—The Haydite Co. et al. vs. A. T. & S. F. et al. 
September 26—Fall River, Mass.—Examiner Keene: 
4492—F'all River & Norfolk S.S. Co., Inc. vs. S. A. L. et al. 
September 26—Chicago, Ill.—Examiner Gault: 
4994—-Laona & Northern Ry. vs. C. & N. W. Ry. 


Segeesber 26—Indianapolis, Ind.—Examiner Fuller: 
1894—Indiana rates, fares and charges (on question raised in 
Commission’s orders of March 5 and July 2) 
a ert 26—Argument at Washington, D. C.: 
4012—Sewell Valley R. R. Co. vs. C. & O. Ry. 
14288—Oscar Mayer & Co. vs. C. & N. W. Ry. et al. 


Septmeber 26—Portland, Ore.—Examiner Mackley: 
4868—The Portland Traffic & Transportation Association vs. Nor. 
Pac. Ry. et al. 


14954—-The Portland Traffic & Transportation Association vs. Nor. 
Pac, Ry. et al. 


September 27—Chicago, Ill.—Examiner Gault: 
14900—Manufacturers Association of Chicago Heights on behalf of 
American Manganese Steel Co. vs. B. & O. R. R. et al. 
14962—-Manufacturers’ Asso. of Chicago Heights on behalf of Ameri- 
can Manganese Steel Co. vs. P. R. R. et al. 
September 27—Kansas City, Mo.—Examiner Flynn: 
14886—Black Steel and Wire Co. vs. Santa Fe et al. 
1. and S. 11—Wasteful service by tap lines—Prescott & N. W. R. R., 
Ouachita & N. W. R. R., and Louisiana & Pacific Ry. 
9024—Oakdale & Gulf Ry. Co. 
September 27—Jacksonville, Fla.—Examiner McChord: 
4903—Rosser & Fitch et al. vs. A. C. L. R. R. et al. 
Soptenier BP~-Reakie, Wash.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 
September 27—New York City, N. Y.—Examiner Hillyer: 
4771—John Morrell & Company et al, vs. N. Y. C. et al. 
14771 (Sub. No. 1)—Swift & Company et al. vs. N. Y. C. et al. 
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14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. et al. 
15041—Independent Slaughterers’ Traffic Association vs, N. Y. C. 
R. BR. ot 2 
September 27—Argument at Washington, D. C.: 
14124—American Hominy Co. vs. Director General. 
13972—Alabama & pe R. R. Co. et al. vs. Santa Fe Ry. et al. 
13655—Grand Rapids Terminal Belt Ry. Co. vs. Pere aMrquette et al. 
September 28—Indianapolis, Ind.—Examiner Fuller, 
14896—American Strawboard Co. vs. Ill. Cent. etal. 
September 28—Boston, Mass.—Examiner Keene: 
* 1. & S. 1872 (first supplemental order)—Track storage charges on 
grapes, at Boston and East Cambridge, Mass. 
September 28—Atlanta, Ga.—Examiner McChord: 


14919—J. W. Patterson Commission Co. et al. vs. Director General, 
P. R. RK. et-al. 


14949—Randall Bros. vs. L. & N, et al. 

14949 — No. 1)—W. R. Smith vs. L. & N. et al. 

14949 (Sub. No. 2)—T. A. Hinson Coal Co. vs. L. & N et al. 

14949 (Sub. No. 3)—White Coal Co. vs. L. & N. et al. 

14949 (Sub. No. 4)—Fulton Ice & Coal Co. vs. L. & N. et al. 

14930—W. M. Fain Grocery Co. vs. L. & N. et al. 
September 28—Boston, Mass.—Examiner Keene: 

Il. & S. 1872—Track storage charges on grapes at Boston and East 

Cambride, Mass. 

September 28—El Paso, Tex.—Examiner Fleming: 

14870—E1 Paso Chamber of Commerce vs. Santa Fe et al. 
September 28—Argument at. Washington, D. C.: 

14413—Mississippi Railroad Commission et al. vs. A. & V. Ry. et al. 
September 29—Argument at Washington, D. C.: 

14456—James W. Person vs. Illinois Central R, R. Co. 


September 29—Argument at Washington, D. C. . 

l. and S. 1842—Rules, regulations and charges for protective serv- 
ice on perishable freight (argument covers all suspended items 
except Paragraph H of Rule 200A). 

October 1—Topeka, Kans.—Examiner Flynn: 
14801—-Missouri Portland Cement Co. vs. A. T. & S. F. et al. 
14911—Lehigh Portland Cement Co. vs. A. T. & S. F. et al. 

October 1—Minneapolis, Minn.—Examiner Gault: 
15014—Campbell Construction Co, vs. La Crosse & Southeastern et al. 


15014 (Sub. No. 1)—Campbell Construction Co. vs. La Crosse & 
Southeastern et al, 


14933—Campbell Construction Co. vs. La Crosse & Southeastern. 
14946—Vye Grain Co. vs. C. M. & St. P. et al. 
October 1—Douglas, Ariz.—Examiner Fleming: 
11783—Traffic Bureau of the Douglas Chamber of Commerce and 
Mines et al. vs. Director General, Arizona Eastern et al, 
October 1—Terre Haute, Ind.—Examiner Fuller: 
14709—Ayrshire Coal Co. vs. Sou. Ry. 
October 1—Big Stone Gap, Va.—Examiner McChord: 
14950—United Collieries, Inc. et al. vs. Sou. Ry. et al. 
October 1—San Francisco, Calif.—Examiner Mackley: 
14814—United Commercial Co. vs. Sou. Pac. Co. et al. 
14467—Hercules Powder Co. vs. Director General, Bingham & Gar- 
field Ry. 
October 1—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 279—In re tentative valuation of the property 
of Muscatine, Burlnigton & Southern Railroad Company. 
one * Francisco, Calif.—Commissioner Cox and/or Examiner 
ardwell: 
14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3), 
October 1—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western Railroad Company, 
October 2—Douglass, Ariz.—Examiner Fleming: 
14958—Buxton-Smith Co. vs. El P. & S. W. R. R. et al. 
October 2—San Francisco, Calif.—Examiner Mackley: 
14873—W. P. Fuller & Company vs. Sou. Pac. Co. 
October 3—Argument at Washington, D. C. , 
1. and S. No. 1782—Proportional class rates between Upper Mis- 
sissippi River crossings and points in Iowa, Minnesota, Missouri 
and South Dakota. 
October 4—Argument at Washington, D. C.: 
* |, and S, 1851—Loading and unloading live stock at Chicago, Ill. 
October 4—Omaha, Nebr.—Examiner Flynn: 
14953—A. B. A. Oil Co. et al. vs. Santa Fe et al. 
15002—Crowell Lumber & Grain Co. vs. Director General. 


October 5—Phoenix, Ariz.—Commissioner Cox and/or Examiner Bard- 


well: 

14941—Investigation into the administration of Section 4 of the 
Interstate Commerce Act (per Senate resolution of March 3). 

October 5—Phoenix, Ariz.—_Examiner Fleming: 

14637—State of Arizona, ex rel. Arizona Corporation Commission vs. 
Ariz, Eastern R. R. et al. 

14817—State of Arizona ex rel. Arizona Corporation Commission VS. 
Ariz, Eastern R. R. et al. 


12539—Arizona Packing Company vs. Director General, Arizona 
Eastern. 


October 8—Sioux City, Ia.—Examiner Flynn: 
14928—Headington and Hedenburgh vs. Director General. 
October 8—Evansville, Ind.—Examiner Fuller: 
14857—J. Woolley Coal Company et al. vs. Southern Ry. 
October 8—Phoenix, Ariz.—Examiner Fleming: 
es Corporation Commission vs. Arizona Eastern R. R. 
et al. 
October 10—Sioux Falls, S. D.—Examiner Flynn: 
15000—Sioux Falls Live Stock Exchange et al. vs, Santa Fe et al. 
October 8—Washington, D,. C.—Examiner Pattison: 

Val. Dkt. No. 235—In re tentative valuation of the properties of 
the Virginian Railway Company and the Virginian Terminal Rail- 
way Company, 

October 10—Argument at Washington, D. C.: 

13273—-In the matter of interstate and intrastate rates for the trams- 
portation of ordinary live stock . L., from points in Nebraska 
to Omaha, and South Omaha, Nebr. in their relation to rates on 
the same commodity, C. L., from points in Nebraska to Kansas 
City and St. Joseph, Mo., and Sioux City, Ia. 

Caper ei ew Orleans, La.—Commissioner Cox and/or Examiner 
ardwell: 

14941—Investigation into the administration of Section 4 of the 
Interstate mmerce Act (per Senate resolution of March 3). 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. 








ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexicc via Laredo. 

















List of Direct Connecting Rail Lines: 
FROM | Waco] Houston —]_Sam Antonio_| Corpus Christi) Alice laredowia Allee} = Aransas Harbor Terminal Railway 
a Sore 33} hrs. 24 hrs. 26 hrs. 24 hrs. 3574 hrs. Fredericksburg & Northern Ry. 
vamerom....| ........ 30}, hrs. 20 < sed 20 < 32 Gulf Coast Lin 

Houston... 32ijhrs. | ........ 18 « 2 « 19 « 30% * as es 

San Antonio! 23 <“ 18% hrs. | __........ ii * > 20% * sn a wore yA . at N ~ ~~" 

estes nternatio reat Northern Ry. 

Below is approximate service in days from a, cities and River Crossings: Missouri, Kansas & Texas Ry. 
FROM Southern Pacific Lines 

cos  Gaapas Bie Christi 
= ri days 


Alice Laredo via Alice San Antonio. Uvalde & Gulf R. R. 
3} days 4 days San Antonio Southern Ry. 
31 « ee St. Louis Southwestern Ry. (Cotton Belt) 
3 ae 


Houston 
eases City] ....... ese 4 days 
lemphis tale oes: ‘. = 3% a Land Ry. 


Proportionate yoo to above is ae to all aan points. Leng Brazos Valley Ry. 
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Where they reach Where to reach them 





A Child of the Pacific 


The name ‘“‘Pacific’’ occurs in the corporate titles of 
several American railroads. Some of them have actually 
reached the shores of the world’s greatest ocean; the 
SOUTHERN PACIFIC was born there. It is a child of 
the Pacific Coast. It began there and built eastward. Its 
unique history, known throughout the world, is bound up 
with the Coast, and its interests are so interwoven with 
those of our far western populations that to think of ‘‘the 
Coast’”’ is to think of the Southern Pacific, and to think of 
the Southern Pacific is to think of ‘‘the Coast.” 


When you wish to go to the Coast, ship to or from 
the Coast, or learn about the Coast, ask the SOUTHERN 
PACIFIC. It knows the Coast and the Coast knows it. 
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